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Electric Railroad Signals at Vienna. 


Mr. Robert James Manos, M. D., reporter for the “‘ Society of 
Arts” at the Vienna Exhibition, describes as follows three elec- 
tric signal systems exhibited at Vienna, all by Englishmen : 


Mr. Preece has sent to the Exhibition a complete set of the 
apparatus (4,866) he employs for the “‘ block” system of rail- 
way sigvalivg on the Southwestern line. The fundamental 

rinciple in this system is that trains on the same line are to 
be kept apart by a certain and unvariable interval of space, in- 
stead of by an uncertain and unreliable interval of time. In 
Mr. Preece s method the signal which opens any “blocked” 
section of line is made by the signalman at the advanced end 
where the the section has to be cleared, and no signal is held 
to be effective and complete until it has been acknowledged by 
the receiver, and ‘‘repeated” back tothe sender. Mr. Preece 
also lays great stress upon the fact that the miniature ap- 
paratus which he employs in the signalman’s room, and which 
1s the apparatus that 1s shown in the Exhibition, shall all have 
identicaliv the same form as the instruments used for display- 
ing the effective signals on the line. The switch in both in- 
stances is worked by the same movement of the arm. In both 
instances the horizoutal red arm on the signal-post means 
the same thing. A strong and uniform association is thys es- 
tablishcd iu the mind of the signalman, which becomes almost 
an instinct, and is never confused or disturbed in moments of 
emergency. It is also an important part of the arrangements 
that the horizoutal or ‘‘ danger” position of the semaphore arm 
is maintained by gravity, and itis the dropping of the arm 
that is brought about by electrical action. If any accident oc- 
cuts to the clectric wires, so that the transmission of the 
currents is arrested, all that can happen is that the danger sig- 
nal remains resolutely and obstinately displayed, and that all 
traffic is for the time suspended. ‘The effective parts in the in- 
struments are of extreme simplicity. In every instance, ex- 
cepting one, the movement is effected by converting a core of 
soft iron into a magnet when an electric currentis sent through 
asurrounding coil. The semaphore arm is dropped by »n in- 
duced maguet puiling up its weighted end. The Lell is ru: g by 
an electro-magnet acting on the vertical elastic rod of its hamw- 
mer. ‘ihe semapuore sends backa “repetition” signal for itself 
to the station from which it is worked, to show how its arm is 
placed ; and itdoes this by turning on a current from oneor 
other of two distinct batteries by their negative or positive pole 
as required. ‘The current, as it rings the bell, acts on a per- 
maneut maguet, hung between the poles of the electro-magnet, 
so that the maguet is drawn to the right or to the left as the 
“danger” or ‘all clear” signal is to berecorded. ‘The best 
method of working tne system requires three wires between the 
stations ; one Wire to connect the bells and repetition signals of 
both stations, a second to connect the switch of oue with the 
semaphore of the other, and a third to connect the semaphore 
of that station with the switch of the other. The advantage of 
this is that the currents which effect the signals are maintained 
so loug as they have to be displayed, and ligntning, electric 
clouds and earth currents are powerless to produce derange- 
ment. Each signal station, unlessit is a terminal one, needs a 
double set of the four struments; namely, bell-key, bell and 
repetition signal, switch and semaphore post. By a differently 
arranged apparatus one wire can be made to work all the signals; 

ut the current is then a momentary and interrupted one, and 
other expedients have to be brought iuto play for ubviating the 
occurrence of disturbauce from hghtning or earth currents. 
The bell key turus on its electric current by pressing the end 
of a flat spring, which forms one pole of the battery, into con- 
tact with a metailic pin or standard in commuuication with the 
other pole—the switch accomplishes the same thing when ly- 
ing across a brass arc in one direction, but not when it is 
thrown fully back the other way. ‘Lhe brass arc, a little above 
the pivot of the switch haudle, it will be observed, is cut 
through. The pivot is in communication with one pole of the 
battery, one-half ot the interrupted are with the other pole, 
and the other half with the earth. The three bindiug screws of 
the switch accomplish these three different communications. 
The largest semaphore instrument shown by Mr. Preece is an 
apparatus contrived to warn a signalman when a signal lam) 
that 1s out of the range of direct observation is extinguished. 
A brass arc placed above the flame ot the lamp is expanded, 
and pushes up an elastic bar, so as to ‘‘ break contact” and in- 
terrupt an electric current; when the lamp ~ out, the arc 
cools and contracts, the bar settles back and renews contact, 
andan electric cur:ent is turned on to the signal room, to make 
a temporary magnet there pull over an index so as to show 
“light out” ou the face of the instrument. 

Mr. Harley, of Barnsbury, proposes to work the “block sys- 
tem” of railway signalling by a single wire that shall have com- 
plete immunity trom disturbance from lightning, electric 
clouds, or earth currents, and the apparatus which he em- 
vioys, aud which is shown by him in the Exhibition (4,842) is 
of an altogether novel coustruction in one particular. ‘he 
needle which swings vertically on the dial is not a magnet. It 
is a pointer of sott iron, suspended upon a center pivot, carry- 
ing horizontally beneath the pivot a flat softiron rng. The 
ring hangs a little way beneath the pivot by a rigid connection, 
and when horizontal keeps the pointer Vertical by its own 
weight. A permaneat horse-shoe magnet above directs its 
poles towards the flat edges of the ring, and, at the same time, 
the ring is invested by tue coils of an electric-current conveying 
wire. When no current is traversing the coil the flat ring 
keeps horizontal, because it is pulled up equally both ways by 
the poles of the magnet, and 1s held back equally by its rigid 
attachment to the pivot. But when a current traverses the 


coil the flat mng becomes temporarily an_ induced 
magnet, and is pulled up on one side and pushed 
down on the other by the opposite poles of 


the permanent magnet, and the poiuter, at the same time, 
is consequently moved on the dial in the same direction. The 
signalman who sends a signal can turn on either a positive or a 
negative current by using one or other of two contact levers 
at discretion. As he turus on one or the other he makes the 
needle traverse to the right to signify “all clear,” or to the left 
to signily “stop.” Wheu the receiving signalman is wart:ed vy 
a bell that a signal is coming, he presses a knob, apd sv 
twitches the current from the bell instrument to the signal in- 
strument. In doing so he draws back two ivory pins which 
allow the needle-puinter to traverse freely to either side ; and 
when he releases the knob the pins start back and intercept 
the needle, and so fix it as a continued record. It is a dis- 
tinctive attribute of this ingenious apparatus, due to the iu- 
ventor of the soft iron ring and pointer, that extraneous mag- 
netic force is absulutely powerless over its indications. While 
the apparatus is at work, Mr. Harley flashes-a powerful maguet 
about it, abuve, below and arouud, in a way which would put 
the ordinary magnet-needle instruments of the needle-tele- 
graph cntirely out of the field, but without producing the 
slightest derangement in its signalling operations. 

Messrs. Carr & Barlow, of Oid Palace Yard, propose to 
dispense with the large staff of signalmep in working the 
block system, and to make the traveling engine which drags 


the train do their work. The arrangement by which the 
conceive this may be effected is shown in a working model. 
A signal instrument is _ on the engine, where it is 
under the eye of the driver. When the engine 
enters upon a distinct segment of the railway, a trigger is 
pressed as its bottom passes a projection on the line, and this 
drops a screen on the signal instrument, and shows “‘stop,” un- 
less a preceding train has passed out from the other end of the 
segment, pressed down a lever there by its wheel, and turned 
on a backward current of electricity ; then the current is com- 
municated to the engine signal-instrument, at the same time 
that the trigger is pressed, by two curved metal springs on its 
bottom rubbing against corresponding metal plates on the line, 
and two screens are dropped on the instrument, ore mechanic- 
ally and one electrically, and ‘‘Go on,” instead of “Stop” is dis- 
played. Midway of the aneen-ongmnea a transmission instru- 
ment and galvanic battery are placed, the former on a low post 
near the line. Contactsare made and electrical currents form- 
ed on this instrament by a very pretty contrivance. A kind of 
flat brass hammer falls into a wedged-shaped interval, separat- 
ing two steel faces. When the hammer 1s down, the current 
— from one steel face tothe other through it; when the 

ammer is up, the current is interrupted. As the engine 

asses abreast of the transmission instrument it presses a 
ever by its wheel, drops one hammer, and establishes a back- 
ward current, and lifts the other hammer to interrupt the cur- 
rent coming in from the front. When the engine passes out 
at the far end of the block-segment it drops again the second 
— and re-establishes its current to give the signal ‘Ail 
clear.” 








Locomotive Fire-Box Stays. 








The engraving herewith represents a fire-box of one of the 
locom tives exhibited’ at Vienna, and shows the method of 
staying the crown-sheet, which is in some respects novel. It 
will be seen that the crown-sheet is arched at the corners, so 
as to remove very few flues from the flue-sheet. The central 
flat portion is then supported by long stay bolts through the 
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outer shell. A similar plan was adopted by Mr. 8. J. Hayes, 
and is still in use on the Baltimore & Ohio Railroad. It has 
worked there satisfactorily for twenty years, and has the great 
advantage of lightness and strength, and also leaves the crown 

sheet more clear for the circulation of water than it is when 
the ordinary crown-bars are used. 

The novel feature of the fire-box represented by our engrav- 
ing is the man-holes on each side, from which the crown-sheet 
may be readily cleaned and all the stays and braces be ex- 
amined without disturbing any other pa. ts excepting the man- 
hole covers. The form of construction is, we believe, a very 
excellent one and wortby of imitation. 
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Budd’s Stay Bolt Cutter. 








We give herewith an engraving of this tool which we illus- 
trated somewhat imperfectly some months ago. It is intended 
to cut off the ends of stay-bolts after they have been screwed 
into the fire-box plates. Heretofore this has been done with 
a hammer and chisel, the operation of which has a tendency to 
loosen the bolts in the holes. With this tool they are sheared 
off by cutting successively from different sides of the 
bolt. This is not only done without any jarring or injury to 
the bolt, but it leaves the bolt in much better shape for rivet- 
ing up the head and can be done much more quickly than with 
the ordinary tools. We have letters before us from reliable 
parties who state that with this tool two laborers will in four 
hows do the work which would take a skilled workman four 
days. It has been in use in many of our locomotive and rail- 





road shops, and is favorably spoken of by those who have used 
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it. Further information regarding it can be procured from 
Mr. Mark McGlenn, who is agent for its sale, and whose ad- 
dress is Aurora, Ill. 





Some Considerations on the Friction of Journals. 





The following article, contributed by Prof. John E. Sweet, o1 
Cornell University, to the American Artisan, will be specially 
interesting to Master Mechanics, Master Car Builders, etc., in 
connection with the standard car-axle journal : 


The three laws of friction—first, the frictional resistance 
between a given pair of surfaces of any material is proportional 
to the pressure that keeps them in contact : second, the tric- 
tivnal resistance is unaffected by the area of coutact ; third, the 
frictional resistance is wholly unaffected by the relative velocity 
of the rubbing surfaces—are of course based on the assumption 
that the conditions remain the same; but to change either of 
the elements without at the same time changing the conditions 
is so difficult, and the change of conditions is so likely to escape 
our notice, that the old school mechanic is ready, with a Jair 
show of reason, to dispute the reliability of the law; and the 
young mechanic is at a loss to reconcile the laws with the ape 
parent results; hence to point out some of the causes that oper- 
ate to change the conditions may assist in fixing the laws moe 
firmly in the mind of the mechanic, and serve to inflaeme 
the student to go to the bottom for the cause rather than 
bubble up with a conclusion. Both theoretically and practi- 
cally it takes twice as much power to draw two bricks, one upon 
the other, along ona stone slab as it does one; but if in the 
place of bricks we take blocks of cast-iron, and in the place of 
a stone slab we take a anny | flat iron plate, and lubricate 
the surfaces with a sufficiently limpid oil, it is possible tu su pro- 
portion the parts as to make it take more than twice the power 
to move the two blocks than the one, because with the ringle 
block the bearing surfaces may be so proportioned that the lubri- 
cant will just be able to sustain the weight ; whereas with the 
two blocks the oil would be forced out, and cast-iron upon cast- 
iron slides harder than cast-iron on oil, Again, if a very 
heavy lubricant (tar, for instance) was used, aud the bearing 
surfaces were large, it might take much less then twice the 
power to move the two blocks than the one, because the re- 
sistance off red by -he tenacious qualities of the tar would not 
be doubled by doubling the weight. 

ln considering the second law, which signifies that the brick 
on the flat_stone will require the same power and no more to 
move it, whether it slides on the flat side, on its edge, or on 
end, I mention some cast-iron surface plates we are making 
(and, by the way, this is intended asan advertisement). Piac- 
ing two carefully together, one will glide upon the otuer by the 
slightest touch ; sv easily, in fact, that when placed at au in- 
clination of one in eighty, or only an eighth of an iuch in ten 
inches, the upper plate will slide off of the lower one readily;* 
whereas, if the upper plate be set on edge, and with a surface 
equally well finished, 1t requires an angle a8 steep as one in 
eight before it will move at ail. Aga‘n, if the two flat surtaces 
be slid together under considerable pressure 1t will require a 
force quite equal to the weight of the uppr plate to move it ; 
that 1s, if the plates are set vertical, one will not slide off of 
the otber. In each case both the metal and the surfaces are 
in the same condition ; but in the first place a thiu film of air 
is caught and held between the dead true surfaces, serving as a 
very limpid lubricant. In the second place, the two cast-iron 
surfaces run — ; and in the third place, the two surfaces 
are not only held together - 4 the weight of the iron, but with 
a certain amount of atmospheric pressure in addition.t Thus 
we see that by carrying the experiment to an extreme we dis- 
ee conditions well calculated to escape notice in ordinary 

ractice. 

‘Tne third law implics that if the brick was drawn along over 
the stone slab by a spring balance, the balance would always 
indicate the same strain, whether the brick was drawn at a 
speed of one mile an hour or twenty miles; but it is possible 
for slides to be made to work with apparently less friction at 
high speed than at low; that is, a lubricator might have just 
body enough to support —_—— weight at high speed, and yet 
be so light as to be crow out at a low speed. 

In applying the laws to journals another element comes in 
which is liable to confound one, and bas pot always been so 
clearly explained as to be comprehensible to the unscientific, 
Let is take, for example, a wheel one foot in diameter, 
mounted upon a shaft one inch in diameter: if a string be 
passed over the outside of the wheel and a weight attached 
to its end it will require a given weight to turn it; nowif a 
shaft of the same weight, but of twice the di»meter, be sub- 
stituted for the inch shaft, it will require just twice the 
weight to turn it. The friction surface and speed of friction 
suriace have both been doubled ; but as the law says that uei- 
ther makes the difference, then what does? Let us for a mo- 
meut disregard the frictional resistance and substitute tor it 
some uther resistance, and then see what explavation would be 
accepted. Take the same twelve-inch wheel and one-inch shait 
attach a cord and twelve-pound weight to the shalt, and it will 
require but a full pound octane on the string over the wheel to 
turn it ; whereas the two-inch shaft and the same twelve-pvuud 
weight will require two pounds full to turn it, because in the 
first case we have twice the leverage we do in the other; so no 
matter whether the reristance is friction or weight the difference 
is whoily accounted for by the difference in leverage, like ail other 
uses of the Jever—what 18 lost or gained in puwer is gain or loss 
in distance and time. But those are results, not the cause, 
and, unlike the use of the lever for lifting weights or perform- 
ing work, this loss of distance is a help rather than a disadvan- 
tage. The introduction of friction rollers is but the introduc- 
tion of compound levers. I am conscious that this is not the 
explanation given in the text- books, nor by what is considered 
the best authorities ; but it is an explanation that seems to be 
readily comprehended by the unscientific, and there are a good 
many who can understand the action of a lever better than 
pm! can a mathematical demonstration, however lucid or con- 
clusive. 

The law that requires a given amount of power to accomplish 
a given amount of work in addition to what is lost in trction 
makes this study of loss by friction one of the three leadin 
features in the construction of machinery ; in tact, it about a 
centers on that one point ; for good proportions and simplicity 
of construction are valuable because they are economical, and 
are economical mainly as they reduce friction, and thereby 
running expenses. To reduce loss by friction I bave hinted at 
two modes, the one to make surfaces so generous in size and 





* By a carefully conducted experiment to determice the lowest 
grade at which our plat-s woul: slide down hill. we got as low as 
one in 120, or ove inch in fifteen feet; and one will h»ve to zet up 
pretty early in the morning to find a pi.ce of ice which will beat 


that. 

+ This addition of atmospheric pressure on ordioary slides and 
jounals woulv not amount to much; but the same pri ciple oper- 
ates, and some:imes toan alarming extent, on steam-engine pisions, 
to the destruction of tl.« mselves, thy cylinders and the incompre- 
hensible surprise ct the builders. For example, take tue Kamsbot- 
tom kind. a solid piston with two light :ipgs sprungin: it the 
steam passes the Bret ring, and fills the space between the two (for 
the sol'd part does not fit steam-tight), tun the piston rides on the 
bottom of the cylinder with its own weight and wore’or] ss steam 
pressure in aduition. The remedy is to make the joiuts in the 
rings steam-tight, or what is about as good, piace the joints on the 
bottom where the piston itself will close the leak. 
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true in form that a limpid lubricator may be maintained be- 
tween them, and the other is to take a leverage over it; the 
first involves the use of more material, a better quality and 
good workmanship; and the second, when carried to any 
extent, the use of complication. Large wearing surfaces 
amount to nothing unless they are true, for if there is a 
single point projecting beyond the general surface only so far 
as to break through the tilm of oil, the large surface is of but 
little avail until the point is worn away. Again, if the surfaces 
by any cause are thrown out of line, even to the smallest degree, 
and the pressure brought to bear on one side or end, the large 
surface is useless. Self-contained rigid frames aid good 
workmanship, or self-adjusting boxes and slides, and als» good 
workmanship, are indispensable requisites if the - ben ‘i's of 
large wearing surfaces are to be obtained. To combine the 
advantages of large wearing surfaces with the advantages of 
leverage over the friction, the use of long small bearings at 
once suggests itself; but to this there is a limit. When the 
bearing is so long and so weak as to spring witbin itseif to the 
extent equal to the thickness of the film of the oil, then the 
limit is passed. In line shafting, of a proper strength for the 
work it has to do, four diameters, in self-adjusting boxes, is 
certainly not too iong, and no doubt a great percentage of 
bearings might be advantageously carried to the same propor- 
tions; but in an ordinary steam-engine, with ordinary boxes 
and anything like that proportion, the spring of the shaft and 
wrist-pin and the twist of the crank would prove fatal. Still to 
make them short is not necessarily the only resort ; either in- 
creasing the size and strength as well as length, using self- 
adjusting boxes, or using whole instead of half cranks, balanc- 
ing the strain oneach end of the wrist-pin, will lead out of the 
difficulty. To determine just the best possible proportion for 
any special case would be very difficult, and to establish any 
formula that would hold good in ali cases would be an endless, 
if not an impossible one ; but this much may be said with tol- 
erable safety: when a bearing heats and wears away it either 
has two small surface, what surface there is is not true, or the 
working faces are not in line, and it is often all three. And 
again, it may be said, without great fear of refutation, that 
when the engineer has to resort to special brass or bronze to 
stand the wear, and any specially complicated take-up device 
to prevent pounding, he has adopted costly remedies to over- 
come a complaint he did not understand. It costs less to run 
journals on oil than on bronze; not more in original outlay, 
while less attention, much less expense for fuel, and indefinitely 
less expense for repairs are required. 





Number of Cars in the United States and Canada. 


At the last convention of the Master Car-Builders’ Associa- 
tion, its Secretary, Mr. Leander Garey, presented the following 
statistics of cars: 

The whole number of cars on all steam roads of 4 feet 8 inches 
and wider gauges in the United States and Canada, at the 
close of the fiscal year ending with the year 1871, was as 
follows : 

Whole number of 8-wheel cargs........ cc.c..ececceeeevee cee 193.767 

a: - 4-wheel cars 58,355 
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There arein the United States and Canada 103 car manu- 
facturing companies. These companies have built during the 
year ending May 31, 1873, the following number of cars: 

CLASSIFICATION. 











Palace, sleeping and hotel cars...............2..seceseececceeees 134 
PPOSRORBEE CONG, GE GIONS. oo 5.0 occsicne ccccgsccscce ce soccccesccs OOO 
MND caa er ck ches Vedecies secvaasesdacscsesecbeeereensens 18 
Bagwage and emoking Cars... ......ccccccecce coccccccccccseoes 15 
OOo icsc cncascccdbecencteas: Sbhecescercce 18 
IE OE MOIR visin snes ccviscncccsceicccccvcsesceccesssesoes 33 
ee aes cana cank i danchenikessasmeeterane cassie 63 
United States postal cars................08 nd Ran cchnbiooaaalrates 3 
Total number of cars for passenger trains...........------. &63 
PRPMMBUEE CREB goon cccces vse AG SHADE UAUEMORRRRG ene Senenes 6 
Caboose cars... aROY OEb Hee <6 Saabs abe rebesccatPencensees 8 
I sabaii sia oeeedcnacnca, Suasncsccsctcacenennnes 74 
OI CRM onic cntcccencssdtasecodeccsctecsscecce 8 
Se IR i sicecsnccssenccsccevencconsees 750 
DN OP NG ON sac :65ccccncsccecssoecascssaes 11,931 
5.694 
6,733 
125 
80 
75 
2.415 
3,126 
3,2.6 
Oil-tank (69 barrels)... 250 
aE Ne II aos sac taccerhaccodahacnessnmricecsncsicsen 300 
ERAS BIE ep TR a ane EC a ar 35,531 
Construction car - -—_ 
Steam sbovels.... i 52 
Derrick cars.. oe 8 
NONI 5.65 0:6 sscrncis oseenecnecbecbentubecbaasasaseecmnenscnnss 149 
371 

Making the whole number of cars built by car manufactur‘ng 
companies during the year ending May 31, 1873......-.....- 36,765 


Cars of the various classes as follows have been built by rail- 
road companies during the year ending May 31, 1873: 


DY SUE DIGKE PRINCE ORES. 2. 6:. 6 oon cinassceovcvccteveviecsscccs ees 69 
I Gidlinas cca nubichiatncwcmmdadelanccniacndiinetaalasi ines 281 
I BOI 0.5.05 6: 0:6:00:006. teins cce a seeedepecseseneissciscessee 14 
I ee I IO ini oc vsivccide ninns'secnnsced v0 <n6000% 43 
BaggaGe GNA EXPOS CATS... ......0.ccccsecrccccevescosceescoccce 84 
I nis ans acc annnsiieniontenscesiewen 27 
PE beat s4. cast nsicadeceacecastheascustseecescaaneeke 101 
NE Canis cmknnds. cs ccingtsceceaudavced cvcistelas: ceaeses 19 
I UM on. oc. dicate sown Gelineaeincpesedelnccseoet civsscivie vat v 
RE Re Doc cctt acilcnen sod nekavac dct conmucsnacasesecceleiwen 831 
PE NOIR ceca. ccccccciidnamensbes sccorenieves sau cone 5,673 
a on.00is exe caeniceshxGee enti ebReensscgndsasesenns 2,643 
fo ELC OOS eoescevceseemenees 66 2,543 
Grain Cars...... oper ahctela a sa;hi dada melelnnn tasks aol diane 6 areas ain: lnlareso-oieie 129 
PE cic Wencien sc. Aaccheeametasaanes atesinsaeeaetnateseaes 152 
PREP Os cinctcasnncdccbeneasewnesccnceseucsnceseeses 18 
Pa dik pescactavecukaesoatadicaceeekeaenoes esd ecieina nue Es 132 
Ss iver cscs oben oncitacnwnrccsadcccdponsnevndesases 407 
Oil and coal eight-wheel cars....... ...000 sscccecccccccesceoe 3,119 
Oil and Chal TOUTE COBB, oocicce. ccicd 60 cece ccccqesccesces 3,201 
PE CE nchekckncuhGh beet Kehenebh ess e6gnceuscesdtvoncswsnes 1,452 
te OY CIID. cs cecne sen rciecitiednsscsieccconcsaces i. wae 
SUENONSNEE GONE 6a ccccwctcrascndenrosepscecicacescscocesecnee 385 
BE ices 606050655500 neccuses Scciaeane ee mnasie sense aie 828 
Derrick cars............-- Cece RRetes ekeneecenenathadecehbas 14 
BROW PIOTS, 0.0:0000s vecrcccccccescess evccesicvccvcores , erewecee 19 
SSS VICS OE. POS CRED. 50.0 ccrcccoscces ice sesecccocersrcsecscceae 50 


Whole number of cars built by :ailroad companies... ...22,345 


The following cars have been built for narrow-gauge roads, 
namely, 3 to 34-feet gauge, during the same time : 
Passenger.. — 
Smoking......-.-- .... 
Baggage and ‘smoking 
Baggage........ 
Box and house.. 
Cars coastructed by ra 
Add 85 cars for six months intervening betw 





















year of 187L and June 1, 1872..........cceceeeeeees cece 85 
Aiso number officially reported in 1871....... ... putes 212 
Totat for narrow-gauge roads...... 2 eee e: Dona ihaduaices 





Add this to number of cars constructed by the car manufac- 
turing companies, and we have for the number of cars which 
have been added to our rolling, stock during the past year, 
59,110. Allowing six months for the time between the close of 
the fiscal year of 1871 and the first of June, 1872, we will add 
one half of the number of cars constructed during the past year 
to the number officially reported at that time (1871), and we 
have for number of cars on the first of June, 1872, 281,667. 
Add to this the number manufactured during the past year, 
and it gives us for the total number of cars at the present 
time, 340,787. 

The increase of cars here stated is under the actuai number, 
as a few roads have failed to report. 

These figures indicate that the increase of cars during the 
past year has been about 25 per cent., and if we add the cars 
rebuilt, it will mske the increase fully that number. 





Technical Education. 





Mr. Walter Montgomerie Neilson, engineer (son of the in- 
ventor of the hot blast) recently read a paper before the Philo- 
sophical Society of Glasgow, in which he attempted to answer 
a question very frequently put to him as to the meaning of 
technicai education. It meant the application of science to the 
arts, and it was simply what was called applied science. He 
divided the education required by those who carry on the in- 
dustries of the country in an intelligent and successful manner 
under four heads: 1, primary instruction ; 2, practical art in- 
struction ; 3, scientific art instruction, and 4, technical instruc- 
tion. Primary instruction would happily henceforth be effi- 
ciently given under the new system of national education. In 
the primary schools he trusted a standard of education would 
be obtained sufficiently hign to qualify artisans for receiving 
technical instruction at the technical schools. There must, 
however, always be science schools fdr those who desire to 
prosecute scientific studies beyond the standard of the national 
schools, and who might be abie to go to the universities. The 
kind of scientific instruction, or the extent to which it should 
be carried to enable the technical student to follow out his 
studies successfully, would depend upon the kind of industry 
in which he was engaged and the position he proposed to oc- 
cupy. Practical art instruction must be acquired in the work- 
shop. Coming to the fourth division of the subject, technical 
instruction, Mr. Neilson said that the first and greatest diffi- 
culty would be to find suitable teachers. No teacher could 
give technical instruction unless he himself had practical 
skill. He must not only be learned in science, but skilled 
in the art or manufacture in which he was to give in- 
struction, otherwise practical students would have no con- 
fidence in his teaching. The technical teacher must be 
a man ot ordinary intelligence and information, learned in 
science and practiced in art, powerful in demonstration, and 
able to command the attention of men not habituated to study. 
He considered technical workshops unnecessary, although there 
might be exceptions where instruction, by an actual machine 
or process, might be more advantageously given than by models 
or drawings. He looked to the lecture-room as the great 
means of instruction for all departments of technical educa- 
tion, in conjunction with the ex,.erience gained in the work- 
shop. The most important branch of technical instruction 
was drawing, in order that the students might be able to un- 
derstand whatever was represented in plan or diagram ; and it 
should be taught to all students. It had been asked, what was 
to he taught in a technical school? In answering this question, 
he took, as an example, practical engineering ; and he said that 
in this branch the subjects to be considered would be—strength 
of materials, how to be found and calculated; qualities and 
weights of materials, simplest methods of tinding them, etc.; 
the proper application of different materials to various uses in 
machinery—stability, construction, motion, friction, lubrica- 
tion, etc., applied and worked out by static and dynamic laws, 
aided by an ordinary knowledge of chemistry. Shipbuilding 
would also be considered—forms of vessels, their capacities, 
strength, speed, details of construction for safety and durabil- 
ity ; marine engines—power, form, boilers, combustion and so 
on. Mr. Neilson also gave examples of what might be taught 
by referring to mining, textile manufactures, glass-making, 
earthenware manufacture, commercial science, etc.; and he 
said that contrary to the opinion which some persons held that 
such subjects could be learned from books, technical education, 
above ali thiugs, could not be obtained from books. 








The Seraing Works in Belgium. 





An English newspaper gives the 
great industrial establishment : 


‘*The Seraing works extend over an area of 200 acres, and 
are intersected in all directions by a total length of 34 kilo- 
metres of railway. A canal alsoruns through the works com- 
municating with the Meuse. At present there are 9,000 per- 
sons employed in and about the works, and the company stili 
require about 1,500 more hands, but there is some difficulty in 
obtaining them, as all the available labor of the surrounding 
districts 1s alreaty absorbed. The first locomotive for the first 
Belgian railway was constructed at their works in 1834, and 
afterward they supplied all the engines for the early railways. 

“The inspection occupied several hours, during which all 
the departments were visited in turn, the chiefs of each depart- 
ment, who are engineers of high qualifications, giving to the 
visitors detailed explanations of the several branches of the 
works. The working of the establishment comprises coal and 
iron mining, the reduction of the ores, the manufacture of cast 
and wrought iron and steel, the construction of machines and 
engines of every kind, boilers, bridges, ships—in fact, all 
classes of engineering work. There are offices for the direc- 
tion, a special engineering department for the study of con- 
struction, a library, a laboratory and eleven special divisions for 
the practical working, which are managed by the chief en- 
gineers alluded to. Nothing can exceed the cleanliness, order 
and precisiun which prevails throughout the establishment, 
which was a matter of envy to many of the manufacturers and 
ironmasters from our own land. 

**Tt is almost impossible to realize the magnitude of the 
works ; a few facts and figures, however, respecting their ad- 
ministration may serve to indicate their extent. They employ 
nearly 260 steam-engines, of about 8,000 horse-power in the 
aggregate, and the wages paid amount to 8,500,000f. per an- 
num. The annual consumption of fuel is 350,000,000 kilo- 
grammes, and the value of the yearly produce is estimated at 
from 25,000,000f. to 30,000,000f.. ‘'ne company have an infirmar 
on the heights of Seraing, in a. very healthy situation, whic 
is kept by nuns. A special physician is attached to it, and an 
orphan asylum, containing at present 41 children of both 
sexes, adjoinsit. The establishment also possesses a dispen- 
on, which furnishes medicine gratuitously to the persons at- 
tached to the works and to their families. To each division a 
refectory is attached for the workmen’s meals; some kitchens 
are added; baths are also fitted up at the colleries for the 
miners, of whom there are about 2,000. A society for relief and 
peseone has also been established for the workmen, but mem- 

ership is not compulsory. The company also accords out of 
its own funds temporary relief and pensions to non-subscribers 
to the relief society. Up to the close.of last.year the Seraing 
Works had constructed 2,100 steam-engines of from 4 to 600 
horse-power for all. manufacturing purposes; 900 loccmotive 
engines; 31,540 pieces of mechanical apparatus for manufac- 


following account of this 





tories, mining, the reduction of ores, the manufacture of 
metals, building, sugar works, plate-glass manufactories, paper 
mills, spinning mills, besides girder and suspension bridges, 
and iron-clad turrets, etc.” 





Report of the East Tennessee, Virginia & Georgia 
Railroad Company. 





This company, formed in 1869 by the consolidation of the East 
Tennessee & Virginia and the East Tennessee & Georgia com- 
panies, owns a line from Bristol, Tenn. (the southwestern ter- 
minus of the Atlantic, Mississippi & Ohio), southwest to Chat- 
tanooga, 242 miles, with a branch from Cleveland, Tenn., 25 
miles northwest of Chattanooga, south to Dalton, Ga., 27 
miles, making 269 miles operated. 

; a operations for the year ending June 30, 1873, were as 
‘ollows : 


Earnings from: 








TD Sin Uaier Ducane 40005550504 00vewseeenseneeees $439,062 84 
Serres 25,772 44 
DR cixteas sandecas, Sasmeeerivecnin 14,090 00 
DD hetsnetainatasdetaas Shen -ccetennnane 57,457 50 
Miscellaneous - 10,975 68 
Gross earnings ($5,124 per mile)..... ..... «2+... $1,378,358 46 
Expenses tor: ' 
I 555. n0kinanstencrcens sab6tse.reee $161,423 15 
Maintenance Of Cars ........cccersccccccsccaes 106,194 05 
Conducting transportation.................-- 159,324 40 
Ss Dima anganena dhs Saet.a k0-b0eseseteuhenéous 80,056 25 
Repairs of roadway. .............. pediewem 851,215 08 
DURGLY CRDOIBOS oo. ics ocdeccensceven cowsee 70,895 49 
Total expens es (67.4 percent )........ ee ee 929,148 42 
Net earnings ($1,670 per mile)........ ...2.....ssseee-e- $449,210 u4 


Of the expenses, however, $75,000 of the amount was ex- 
pended for new rails, $32,766 for ballasting, a permanent im- 
provement, and $35,000 increased value of freight equipment— 
$142,766 in all—may fairly be classed as extraordinary expenses, 
which would reduce the actual operating expenses to $786,- 
382.42, or 57 per cent. of gross earnings. 

As compared with the previous year, there is an increase of 
$176,866.69, or 13} per cent., in gross earnings, an increase of 
$94,347.95, or 10} per cent., in expenses, and an increase of 
$82,518.74, or 183 per cent., in net earnings. 

‘Lhe report says : 

“About two-thirds of the increase has been derived from 
local business, of which the largest items have been from coal 
and wheat. 

‘** The increased production of iron aud copper, and the good 
crops of the past year, have all contributed something toward 
the increase, 

‘In through business you lost quite heavily from the Selma, 
Rome & Dalton road, which, when successfully operated, 18 a 
valuable feeder, but its business is greatly damaged by litiga- 
tion, which will probably last for some time to come. 

‘*We have gained very considerably in through business 
from the Memphis & Charleston road, which is one of the 
gratifying results of the unification of the management of your 
company and that road, under Capt. Joseph Jaques, your very 
efticient Vice-President and Superintendent. 

‘*The continued inefficient condition of the Alabama & Chat- 
tanooga road has been disappointing to our reasonable expec- 
tations, and has deprived your company of the benefits which 
you had a right to hope for from a road so advantageously lo- 
cated as a feeder to your line. We can only hope that you will 
not be much longer deprived of the benefits of this valuable 
connection.” 

The shipments of cotton from Dalton were 29,850 bales, a de- 
crease of 19,826 bales from the previous year, mainly owing to 
the unsatisfactory condition of the Selma, Rome & Dalton road. 
The cotton shipments from Chattanooga wore 114,795 bales, an 
increase of 32,683 bales, making the total number of bales car- 
ried 144,645, an increase of 12,857 bales. During the year 492 
car-loads of stock were shipped out of East Tennessee, an in- 
crease of 138 car-loads. The wheat shipments were 713,776 
bushels, an increase of 632,720 bushels over the previous year, 
when the crop failed in East Tennessee. The coal carried was 
4,489 car-loads of 9-tons, an increase of 1,109 car-loads. The 
shipments of pig iron were 6,220 tons. In passenger earnings 
there was a slight decrease. 

During the year 30.8 miles of new iron have been laid, 105,511 
new cross-ties laid and 29 miles of ballast put under the track, 
besides additions and improvements in depots, water-stations 
and bridges. There is now 90.8 miles of new fish-bar iron in 
the track and 55 miles of rock ballast and 54 miles of gravel bal- 
last under the track. 

The motive power comprises 25 locomotives in good order and _ 
16 in running order, 41 in all. The work done during the year, 
it is estimated, has increased the value of the locomotives 
$20,000. During the year, 30 coal cars have been purchased 
and 68 box and 12 coal cars rebuilt. The company now owns 13 
first-class, 11 second-class and 9 ‘‘ half-seated” passenger cars, 
3 postal and 4 mailand baggage cars, a total of 40 passenger- 
train cars; 350 box, 13 stock and 172 flat aud coal cars, a tutai 
of 535 freight-train cars; 1 pay car, 1 wrecking car, 80 dump 
and 13 crank-and-lever cars, a total of 95 road and service cars, 
making a total of 670 cars of all kinds. ' 

Reference is made to the projected connection with the Cin- 
cinnati Southern road, which is expected to bring a large ac- 
cession of business. The early opening of the Atlanta & Rich- 
mond Air Line road is expected to increase competition ior a 
large part of the through business, but it is hoped this will be 
made up by the increase of loca! aud coal traffic. 

As to the financial position of the company, the report says : 

** At the close of the fiscal year, four years ago, say June 30, 
1869, the two roads, since merged by consolidation into the 
East Tennessee, Virginia & Georgia Railroad Company, owed 
as follows : 

Funded debt, including bonds or notes given to the 

ee te INE 5) <ad-o-cceuscawricoseseetmareaseeed $5,659,056 05 
ID bans 0bs Shana rendevevescsnive $245,553 57 
Deducted cash and good accounts and bills 


receivable on hand..........ccsececcccseese 239,824 39 
5,729 27 
ME pi kind ranbseeaesss, ashdsandecpsaneeaheesaee $5,664,789 32 
Your total indebtedness not outstanding is as follows : ; 


The funded debt, including bonds given to U. 8S. 
ernment in settlement of former bonds or notes..... 
Deduct from the above the cost of the Morristown & 
Rogeraville roads, and the money loaned iu the pur- 
chase of securities in the Western North Carolina 
road, and interest on same, which wi.l be returned 


Gov- 
$4,191,900 00 





when these properties are cold................eeeecees 453,906 28 
bret bauldshitetnstieaes ecsdr ns éovectocedees $3,737,993 72 
Total reduction of the debtin four years................ $1,926,791 60 


‘* Your company is practically without any floating debt, as 
the money you have on hand and the amount due you fully 
equals all the floating debt you owe. It will thus appear that 
your indebtedness has been reduced within the past four years 
to the extent of $1;926,791.60, and, at a very low estimate, the 
value of your property has been increased during this period 
fully $500,000, making a total gain of $2,426,791.60. Of this 
amount about $1,372,000 was made in the payment of the State 
debt, and about $400,000 in the settlement of the Government 
debt, making a gain in these transactions of $1,772,000, and 
showing to have been received for the same time from the in- 
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come of the road, over and above operating expenses and the 
paymeut of interest on the indebtedness of the company, the 
sum of $654,791.60. This sum is equal to an annual dividend 
of about 8 per cent. 

‘“‘ But we thiuk that time will show that it was a wise policy 
to apply the income to the improvement of your property in- 
stead of dividing it. * * * * We now believe, however, 
that we can divert a portion of the net earnings to the payment 
of dividends and still leave sufficient to meet your annual in- 
terest demands, and at the same time keep the property in a 
growing and improving condition, so as to meet the demands 
of a growing business. 

* We have, therefore, declared a semi-annual dividend of 3 
per cent. on the capital stock of the company, payable on the 
ist day of October next, having applied the net earnings for 
the first half of the fiscal year toward the payment of the float- 
ing debt. 

& The net earnings for the year, over all expenses, beth ordi- 
nary and extraordinary, have been sufficient to pay the annual 
interest and a dividend equal to a little more than 7 per cent., 
but the surplus over the amount required for interest has been 
applied, as previously stated, to the reduction of the floating 
debt and to the payment of a sinking fund on the State in- 
dorsed bonds. 

“The following changes have been made during the year in 
your funded debt, viz.: Increased by the sale of $124,000 first- 
mortgage 7 per cent. bonds, and further increased by the entry 
of $190,000 of 4 per cent. bonds, given in settlement with the 
U. 8. goverument, in lieu of bonds or notes which were given 
at the time the property was purchased, for about $634,000. 
This settlement was made and reported tv your last annual 
meeting, but not in time to be embraced in your last financial 
statement. It has been reduced by the cancellation of $12,000 
of indorsed bonds purchased and used in the payment of the 
sinking fund to the State.” 





ANNUAL REPORTS. 


Atlanta & West Point. 


The road owned by this company extends from East Point, 
Ga., southwest 81 miles to West Point on the Chattahoochee 
River, and it leases 6 miles of the Macon & Western road from 
East Point to Atlanta, making 87 miles of road operated. At 
West Point connection is made with the Western Railroad of 
Alabama. It is the only line leading directly southwest from 
Atlauta, and before the opening of the Selma, Rome & Dalton 
and Alabama & Chattanooga roads it was the main line tor all 
busivess passing eastward aud northeastward from Central 
and Southern Alabama. 

ae operations for the year ending June 30, 1873, were as 
follows : 


Karni gs feom: 


NIN .9.45:1000nnsasenecnacboens nekeches chen eekabenkes $142,069 
DED nicesneet0esstbeked bo3qecenneaeeesieaseennenhieal «35 208 
PRUEbsrcankes © dnb< kas boned cendenseesaaebsueenneeeins uhm 10.731 
I Sn o00000066000b02004' 646600000nbeedbeeeeeucn<deankbenes 8.657 
NOI. 600k: 5:05 008800. 200 scseennsaabseesinnensaeesees 2 629 
Gross earnings ($4590 per mile)............ ....ee- «++. $399,314 
IIE RONG so 6.05.5.1:4:0.05:000000554eksbanedaricand 263 619 
Rent of road from Kast Point to Atlanta............. 6,L.00 
Ordinary exp’ nses ‘6734 per cent.).............eeeeee $269,649 
NOIRE CIRO visincsccnscice 2005000900050 29 534 
Total expenses (75 per Cent ) ......-..c.cccecccscdeces $299 183 
Net earnings ($1,151 per mile).........ccccccsccce cove $100, 161 


As compared with the prévious year there is a decrease of 
$13,764, or 34 per cent., iu gross earnings : a decrease of $34,- 
182, or 104 per cent., in expenses, and an increase of $20,418, 
or 254 per cent., in net earnings. There was a decrease of 114 
per ceut. in freight earnings, partly offset by an increase of 11 
per cent. in patsenger receipts. 

During the year 12,902 through and 50,085 way passengers 
were carried, a total of 62,987, against 55,589 the previous year. 
The freight moved was 86,592 tons, against 103,100 tons the 
previous year. Included in the freight was 84,171 bales of 
cotton, an increase of 45,068 bales, or 115] per cent., Over the 
previous year. A very large part of the cotton was through 
freight, aud was carried at very low rates, 

Two dividends, each of 4 per cent , were declared during the 

ear. 
' The equipment consists of 19 locomotives, 7 passenger, 6 
baggage, mail and express, 113 box, 18 stock, 23 flat, 3 coal aud 
5 caboose cars. ‘l'wo new locumotives are being built, and more 
cars are much needed. 

Tue capital stock is $1,232,200, and the funded debt is $102,- 
500 in short bonds, makiug a total fixed capital account of $1,- 
334,700, or $15,478 per mile of road owned—a very light 


owe accouut, probably the lightest in America, if not in the 
world. 


Baltimore & Potomac. 


At the recent annual meeting in Baltimore, the President ef 
the company presented the following report : 

*“Atthe last annual meeting the road from Baltimore to 
Washington, haviug been completed and opened on the second 
day o! July, 1872, had been in successful operation two months. 
On the tirst day of January, of the present year, the main stem 
from Bowie to Pope’s Creek, on the Potomac River, was opened 
to travel, and two trains are run daily over it each way ; one 
being a passenger train, and the other a mixed passenger and 
freight, thus affurding ample facilities to a productive country 
heretofore —— upon water transportation, after long 
hauls and ovef bad roads. 

**Ou the 29th day of June, 1873, our passenger trains, which 
had previousiy beeu compelled to stop beyond the city limits, 
commenced to run regularly through the tunnel, to the depot 
on Calvert street. The tunnel, which far exceeds in its extent 
and cost any yet completed in this country, bas been found to be 
perfect in its coustruction, and to give admirable satisfaction to 
passengers, who find not the slightest inconvenience from 
smoke, but experience sensations of surprise and pleasure im 
passivug through its subterranean depths under the centre of 
agreat city. The double track through it has been laid and 
ballasted. 

“The depot and station houses at Pennsylvania avenue and 
Charles strect have been sufficiently completed for use by pas- 
sengers, aud arrangements have been made with the Northern 
Central Railway Compapy for the use of its Calvert Station as 
the starting point of our trains. The Baltimore travel over the 
road has the uurivaled advantage of being able vo take our cars 
at either ot these three stations, or at Lafayette Station, or the 
stock yard, as may be most convenient. 

‘Satisfactory progress is being made upon the grand depot 
building in Washiwgton. When completed its arrangements 
and couveniences will be perfect, aud it is intended that it 
shall be an ornament to the national capital, which, if ever the 
projected park there is completed, and near the proposed 
ground of which it is located, will be one of its striking orna- 
mental! features. 

“There are a few points on the main stem from Bowie to 
Pope’s Creek where sidings are intended to be placed and 
proper freight and statiou-houses erected, which have not yet 
been done, but which will be very shortly, as the materials, 
haviug been in temporary use elsewhere, are now available for 
these permanent locations. 

“Thus we have the road completed and its buildings nearly 
all erected, The last report detailed the character of the bridg- 


ing, iron and other material used in construction, all of which 
have been the very best. 

“The unprecedented freshets of last month, never known by 
the residents of the sections in which they prevailed to have 
been equaled in force and volume, did considerable temporary 
damage to the road, and caused an entire cessation of travel 
for several days. The earnest zeal and energy of the proper 
officers soon, however, restored the road and resumed the ieg- 
ular travel, including the through line to New York, which had 
just been opened by our tunnel and the Uuion Railroad, and by 
our late experience we hope to convert the annoyance and tem- 
porary loss into great permanent good.” 











THE SCRAP HEAP. 





Temperance in Employees. 


The following order bas been issued to the employees of the 
Burlington & Southwestern Raiway by Mr. E. B. Ward, the 
President : 

“The use of intoxicating liquors by persons in the employ of 
this company is hereby pronibited, and the violation of this 
rule shail be deemed a sufficient reason for the discharge of any 
employee of the company at once and without regard to the 
time for which they may have been employed ; and this rule 
will be strictly enforced.” 

The Detroit Tribune says: 

‘The head officers of the different departments of the Grand 
Trunk Railway have issued circulars to all the employees under 
their charge, requesting them to sign opietee to abstain from 
all intoxicating siquors as a beverage. e offic rs’ names he ad 
the pledge. ‘I'bis circular has been issued tothe men on the 
Port Huron end of the road, acd the Zimes there says that 
nearly all the employees have the matter under consideration, 
and that very many have already taken the pledge.” 

Railroad Manufactures. 

The National Locomotive Works of Dawson & Baily, at Con- 
nejsvilie, Pa., recently shipped a six-wheel locomotive to Salt 
Lake City, which is intended to work a grade of some 500 feet 
to the mile. ‘To accomplish this the hind drivers have a grooved 
tire that’is applied to the rail by a small steam cylinder at- 
tached to the engine, similar to an air brake, and can be ap- 
plied to give any amount of a ihesion needed, 

A correspondent of the Piiladelphia Press says that the Wil- 
mington car shops have been discharging a large number of 
hands and reducing the wages of those who are retained. The 
cause of this reduction of working force 18 stated by one party 
to be a lack of cash orders, and by another to be an organized 
movement to reduce wages. 

Negotiations are going on for a transfer of the works of the 
Ramapo Car Wheel & Feundry Company from their present 
Jocation at Ramapo, N. Y., to Oneonta, N. Y. 

The Wason Car Company, at Springfield, Mass., is building 
100 refrigerator care, io be used for transporting fresh beef 
from Texas to New York. 

Tne Cole Manufacturing Company, at Lake Village, N. H., 
has just completed a new forge for the mauutacture of car- 
axles and simular forgings. The works employ about 60 men. 

The car works of Murray, Dougal & Cv., at Milton, Pa., em- 
ploy 400 hands and turn out about 100 cars per month. Both 
passenger and freight cars are built. 

Tae works of the Northumberland Car & Manufacturing Com- 
pany, at Northumberland, Pa., are nearly completed and will 
goon be in operation. The company expects to turn out 50 cars 
per month. F ; 

Large car shops are being built by a new company at Belle- 
fonte, Pa. The new concern expests to do an extensive busi- 
ness in freight and coal cars. 

‘fie Watson Manufacturivg Company, at Paterson, N. J., 
now employs about 500 men, and has orders for iron bridges 
sufficient to keep the works fully employed fur several months. 


Seal Locks for Oars. 


‘ue Treasury Department has approved the report of the 
committee which selected the Miller lock for the uss of the de- 
partment, A Washington despatch says of these locks : 

* There is a misapprehension with respect to the seal-lock. 
lt is not the intention of the Treasury Department to compel 
railroad companies to change the locks now in use for the Mill- 
er lock, which has just been adopted. The railroads will be 
permitted to use the present locks until they are worn out, and 
all new locks will, it is understood, be chosen from the Miller 
pattern. ‘The special advantages of the Miller lock are that the 
seal cannot be removed uuless the lock is opened without ut- 
terly destroying the seal. ‘his principle was not embodied in 
any of the other locks presented. ‘here is also a misappre- 
hension with respect to the cost of the locks. The cost of the 
locks now in use is $4.25, while Miller offers his locks at $3.75, 
which is the mere cost of the manufacture. The Miller lock is 
the invention of an expert in locks, who had no great company 
to back him, and it is adopted solely on its merits. Tue seal 
in these new locks cannot be replaced, except by the forgery of 
the collector's name. This gives special advantages of punish- 
ment for tampering with the locks. With the locks now 
in use theseais can be removed, the lock tampered with and 
the seals be replaced without injury. Parties guilty ot this can 
now only be prosecuted in an action for trespass or tort, but 
persons destroying the seal of the Miller lock and replacing it 
by a forged one are liable to prosecution for forgery.” 


Fast Time. 


The Fort Wayne (Ind.) Gazette of oy ne ed 18 says: “On 
Tuesday, passenger train No. 1,0n the Pittsburgh, Fort Wayne 
& Chicago Railway, engine No. 206, J. C. Fleming, engineer, 
from Crestiine to Fort Wayne, and engine 199, Tony Keller, en- 
gineer, from Fort Wayne to Chicago, left Crestline two hours 
and fifty minutes late, and arrived in Chicago thirty-six minutes 
late, having made up two hours and fourteen minutes. The 
exact time trom Crestline tu Chicago, a distance of 277 miles, 
alter deducting twenty-five oage, was five hours and forty-six 
minutes. ‘‘he ruu from Fort Wayne to Chicago, not couuting 
stops was 57 miles an hour.” 

The two engines nemed were built in the company’s shops at 
Fort Wayne. 


New English Railroad Law. 


An Evgiish journal says: ‘ On the 1st instant the Act of the 
late session to make better provision for carrying into effect the 
Railway and Caval Traffic Act, 1854, and for other purposes 
connected therewith, came into operation. The offices of the 
new Railway Commissioners are in the committee-room of the 
House of Lords; and as traffic includes “ passengers” a more 
extended supervision for the benefit of the public will now be 
exercised. Besides tne three Commissioners appointed there are 
two Assistant Commissioners and clerks, The Commissiocers 
may from time to time callin aid assessors, persons ot engineer- 
ing or other techvical knowledge; the decisions of the Com- 
missioners or orders may be made arule of one of the superior 
courts and enforced. Among their powers the Comuissioners 
are to consider whether the grauting of a rate is a due and 
reasonable facility in the interests of the public, and whether, 
having regard to the circumstances, the route proposed is a 
reasonable route, and are empowercd to allow or refuse the rate 
accordingly. There are provisions, as to the conveyance of 
mails by any train—‘ Every railway yew weed shall afford all 
reasonable facilities for the receipt and delivery of mails at any 
of their stations, without requiriag them to be booked or inter- 
posing any other delay.’ The Commissioners are to decide all 








questions of law end fact; may require the attendance of ali 


persons and documents, and when sitting in open court may 
punish for contempt; they are to sit either in open court or in 
private, but any complaints to be madv in open court; they 
may ‘sit at such times and in such places and conduct their 
proceedings in such manner as may seem to them most con- 
venient for the speedy dispatch of business.’ Considering the 
powers conferred on them, and the public interests under their 
charge, a better state of things may now be expected in railway 


traffic, and p.otection afforded to passengers both as to their 
luggage and lives.” 


Fracture of Oast-iron Pier Cylinders. 

Mr. John C Trautwine, the well-kuown civil engineer, re- 
centiy communicated to the Franklin Institute the following 
item of interest relative to the fracture of cast-iron pier cylin- 
ders: “It is nut perhaps generally known to the profession 
that cast-iron cylinders, composed of sections bolted together 
through inside horizoutal flanges, and filled with concrete, ag 
is usual when employing them for bridge piers, etc., have, in 
several instances in the United States, split or cracked asunder 
entirely around the circumference, uuder the iufluence of ex- 
treme cold weather. The reason of this, I presume, is, that 
the outer and more exposed cylinder tends to contract toa 
greater degree than the inside and more shelt red concrete, 
and that the hold which the ivside flanges bave upon the solid- 
ified concrete in which they are imbedded prevents the con- 
traction from taking’ place without rupture of the cylinder, 
Unless suitable means be applied to prevent this, the efliciency 
of such cylinders may be much impaired. It has been eug- 
gested that an inside lining of vertical wooden staves, projvct- 
ing inward as far as the flanges do, will be au effective remedy. 
Other methods will, no doubt, present themselves. My object 
is simply to give greater publicity to an important fact.” 
Volume of Air Needed Per Individual. 

An interesting paper has been commuuicated to the French 
Academy by Gen. Morin, on the cubic space and the volume of 
air necessary to to insure healthiness iu inhabited places. He 
constructs a mathematical formula expressing the amount of 
air necessary to be renewed hourly, so that the noxious gases 
(CO,, &c.) emitted may not accumulate beyond a certain pro- 
portion not far from that in normal pure air, which cuntaius 
about 0.0005 CO,. The fullowing numbers are obtained : 

cub.m cm. cm. cm. 


10 «12 16 30 


cm. 
2) 


cm. 
40 


cm. cm, 
5) 60 


E (Cubic snace per 
individual.) 

az (amount of air to 
be renewed hourly 
foi each.) 


The furmulas and results are of much practical value. Thue, 
a bedroom 60 cubic metres capacity is generally thought suffi- 
cient for one person ; but there should be av hourly cirenlation 
0! 40 cubic metres in it, so that CO, msy not exveed 0.000°, 
The veutilation uf an empbitheatre at the Si rbonne, and other 
public buildings, is shown by the author to be enormously de- 
fective. In hospitals an alluwance of 50 cm. to each bed, with 
an hourly renewal of 60 cm. gives good results, 


Pneumatic Regulator for Oil Lubricators. 

M. L. Beckei, constructor at Offenbach, has introduced a 
regulator for car lubricators in which oil is used, allowing the 
latter to act in the usual way when the train isin motivn, bat 
stopping the supply of vil with the stoppage of the train. 

‘Lhe regulator consists of an elliptical vessel, fuunel-shaped, 
whi-h is fixed by means of a screw ou the top of the oil-box, and 
witbin itis a smal: bali which, when the train is not in motion, 
falls to the bottom, closes the oritice there against the air, and 
arrests the flow of oil ; when the traiu begins to muve, the 
ball rotates arvund the hole which is thus lett tree. Six mouths’ 
trials have proved that the ball acts with perfect regularity, 
und that being always greasy it does not show any perceptible 
wear. The effect was shown by placing one of these reguiators 
on one side of a locomotive, and it was found that the cor- 
sumption of oil was 35 per cent. less than at the other end cf 
the same axle, not so provided. 

The new regulator does not interfere with the replenishing 
of the box, but w.th the oil chamber may be made large enough 
to require filling only once a day ; it also keeps the wick aud 
oil remarkably clean, These little appliances cost from 23 to 
333 francs per dozen. 


Locomotives in England. 


At the close of 1872 the number of locomotives owned by each 
of the leading railroad companies of the United Kingdom were 
as follows: Great Eastern, 442; Great Northern, 496 ; Great 
Western, 1,009; Lancashire & Yorkshire, 566: London & 
Northwestern, 2,004; London & Southwestern, 299; Londoff, 
Brighton & South Coast, 233; London, Chatham & Dover, 114; 
Manchester, Sheffield & Lincolnshire, 303; Midjand, 984; 
Northeastern, 1,017 ; Southeastern, 243; Caledonian, 587; Glas- 
gow & Southwestern, 207; North British, 417, and Great 
Scuthern & Western (ireland), 125. 

How She Takes the Train. 

A writer in the Peoria Review describes as follows a lady 
traveler whom most conductors will recoguize : 

“She comes down to the depot im an express wagon three 
hours before train time. She iusists on sitting on her trunk 
out on the platform to keep it from being stulen. She picks up 
her reticule, fan, parasol, luoch basket, small pot with a house 
plant in it, shawl, paper of candy, bouquet (she never travels 
without ove), small tumbler and extra vail, and chases byater- 
ically after every switch-engine that goes by, under the im- 
pression that it is her train. 

‘Her voice trembles as she presents herself at the restau- 
rant and tries to buy a ticket, and she knocks with the handle 
of her parasol at the door of the old disused tool house, in vain 
hopes that the baggage man will come out and check her truuk, 
She asks everybody in the depot and on the platform when her 
train will start, and where it will stand, and looking straight at 
the great clock asks: ‘What time is it now?’ She sees, with 
terror, the baggage mau shy her trunk into a car where two 
men are smoking, instead of locking it up by itself mm a large, 
atrong,fbrown car, with ‘ Bad order; shops,’ chalked on the side, 
which she has long ago determined to be the baggage car, as 
the only safe one in sight.” 

* Although the first at the depot, she is the last 10 get her 
ticket, and once on the cars, she sits to the end of ber journey 
in an agony of appreheusion that she has got on the wrong 
trairi, and will be landed at some strange station, put in a close 
carriage, drugged and murdered, and tu every last male paesen- 
ger who walks down the aisle sho stands up and preseuts her 
ticket, which she invariably carries in her baud. 

* She fiually recognizes her waiting friends on the platform, 
leaves the car in a burst of gratitude, aud the train is ten miles 
away before she remembers that her reticule, tan, parasol, lunch 
basket, verbena, shaw), candy, tumbler, vail aud bouquet are 
on the seat where she left them, or in the depot at Peoria, for 
the life of her she can’t tell which.” 


Light Engines and Heavy Work. 

‘The Obio [ron Company at Zanesville, has atank switch lo- 
comotive that pushes eight loaded cars: r 150 tons up a grade 
of 185 feet to the mile on a curve of 100 feet radius. It also 
takes 75 tous upa 290 feet => in both cases starting on the 
grade. This engines weighs 18 tons, bas cylinders 12 inches 
diameter by 18 inches stroke and was built by Porter, Bell & 
Co., of Pittsburgh, Pa. Another engine of the same size and 
build at the Superior Rail Mill, Pittsburgh, with the advantage 
of a snort run, takes eleven cars, ora little over 200 tons, up@ 
140 feet grade where a large engine can only take eight care. 
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Editorial Announcements. 





Removals.—The Chicago office of the RatLROAD GAZETTE has been 
removed to No. 7% Jackson street, opposite Third avenue. 

The New York office of the RaturoaD GazeTTE is removed to Room 
131, No. 73 Broadway, opposite the upper elevator landing. 





Oorrespond We cordially invite the co-operation of the rail- 
road public in affording us the material for a therough and worthy 
railroad paper. Railroad news, annual reporis, notices of appoint 
ments, resignations, etc., and information concerning improvements 
will be gratefully received. We make it our business to inform the 
public concerning the progress of new lines, and are always glad to 
receive news of them. 





Inventions.—No charge is made for publishing descriptions of what 
we consider important and interesting improvements in raiiroad 
machinery, rolling siock, etc.; but when engravings are necessary 
the inventor must supply them. 


Articles.— We desire arlicies relating to railroads, and, if acceptable, 
will pay liberaly for them. Articles concerning raiiroad manage- 
ment, engineering, rolling stock and machinery, by men practically 
acquainted with these subjects, are especial/y desired. 


Advertisements.— We wish it distinctly understood that we wil 
entertain no proposition to publish anything in this journal for pay, 
EXCEPT IN THE ADVERTISING COLUMNS. We give in our editorial 
columns OUR OWN opinions, and thuce only, and in our news columns 
present only such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inventions, ma- 
chinery, supplies, financial schemes, etc., to our readers can do 80 
fully in our advertising columns, but it is useless to ask us to recom- 
mend them editorially, either for money or in consideration of adver- 
tising patronage. 








THE PROBABLE — ae SUP- 





Since the financial troubles—recent financial trouble, 


perhaps, we should say—there has been such a falling off’ 


of orders for rails, rolling stock and other railroad sup- 
plies, and so strong a conviction that the construction of 
new railroads will decline still more than it has here- 
tofore this year, that manufacturers and dealers have 
had reason to inquire whether the depression of their 
business is likely to be permanent or merely temporary, 
and so whether they should prepare for it by discontinu- 
ing production largely. At first sight it seems as if the 
largest part of tne demand would be cut off should we 
construct no, or very few, new railroads for a year or? 
two, after we have constructed 25,000 miles within four 
years. A new railroad must be supplied throughout 
and it might be assumed that the 12 per cent. increase of 
railroads in 1873 would require a stock of materials equal 
to nearly one-eigath of all that was in all the railroads 
built in the thirty years previous. 

Now, it is hardly necessary to point out the error in 
this assumption to one who has dealt with railroads for 
some time. For the benefit of others, however, perbaps 
we should call attention to the fact that the aver- 
age railroad, as it leaves the contractor, has not 
on it nearly so much material as the average of the 
older lines. And this is true of nearly all material. 
The very rails are fewer in number (from the lack 
of sidings and second tracks), an', because of 
their poorer quality, of shorter life. If the road has 
paying traffic it will be a customer for these the first 
year of its working. Of rolling stock the lack is usually 
very great. The road has just as little as it can get along 
with, while its traffic is beginning to develop. Unless it 
is wretchedly located, the demand for cars and loco- 
motives must be considerable from the beginning. And 
scarcely ever does a new railroad have the shops and ma- 
chinery necessary for constructing its own rolling stock. 
It is considered well provided if it is able to fully keep 
up ils repairs. So the demand on the manufacturers for 
finished rolling stock is likely to be larger, in propor- 
tion to its consumption, from a new ra lroad than an old 
one. Materials for rolling stock are in demand, of course, 


in proportion to the consumption, whether the locomo- 
tives and cars are manufactured by the railroad corpora- 
tions or by private firms and companies. This consump- 
tion of rolling stock, on the average, is determined by 
the amount of traffic, and the large purchases of new 
companies affect it only when said companies buy more 
than they have use for. Probably very few companies 
have done this, and we know that many of the older 
companies, in spite of great efforts to supply themselves, 
still find their traffic too much for them. It is hardly 
possible that the consumption of rolling stock should de- 
crease, though possibly it may not increase with the ra- 
pidity expected and provided for by some manufacturers. 
So long as our traffic grows, we shall wear out more and 
more cars and locomotives yearly, and the traflic of the 
country is growing as fast as ever it did, probably. 

This, however, does not prevent a present cessation of 
demand and the countermanding of many important or- 
ders, such as that which has induced the Rogers’ Loco 
motive Works to discharge nearly two-thirds of its work- 
men recently, when the certainty that a new railroad 
would not be able to sellits bonds, and therefore would 
have nothing to pay for the engines which it had ordered 
—which, indeed, were in great part completed, or near- 
ly so—caused the company to countermand its order, 
or signify its inability to pay for the engines when de- 
livered, and so left the Works with a large stock on hand 
which would be likely to suffice for supplying new orders 
forsome time to come. So, generally, new railroad com- 
panies may cease to be customers for supplies, the aggre 
gate consumption of which, however, for a year or two 
to come, will be not much affected by that fact. 

We have elsewhere given some statistics of the number 
of cars manufactured in the United States in the year 
ending with May last, which was, of all descriptions, 
about 59,000. In that year we constructed avout 7,000 
miles of new railroad, but as we have no records of the 
rolling stock owned by these new roads, we cannot say 
how large a proportion of the stock they required. But 
at the close of 1871 the average equipment of the roads 
then completed was at the rate of 44 cars per mile, and 
even ifthe new lines were equipped at this rate (and 
doubtless they were not at half that rate) 30,000 of these 
59,000 cars must have been constructed for the old roads. 
It would be safe to say, doubtless, that not one-fourth 
of the new cars go to the new railroads, but as the old 

companies construct a largepart of their cars and the 
new ones scarcely any, this quarter forms the largest 
part of the business of those who manufacture for 
sale. As we have said, however, in the long run, only 
sO many Cars are bought as are worn out by the traffic; 
he traffic depends chiefly on the production of the coun- 
try; and the production of the country will be very little 
affected by the construction or non-construction of new 
railroads for some time to come. 


With relation to rails, the Statistical Report of the 
National Association of Iron Manufacturers gives the 
manufacture of this country 750,000 tons, and the im- 
portations 472,260 tons in the year 1872, making a total 
new stock of 1,222,460 tons. The mileage of track laid 
on new railroads during that year was about 7,400, and 
with sidings the consumption per mile would probably 
average about 100 tons, so that the consumption on new 
roads was about 740,000 tons, and there is left 482,460 
tons only for renewals. The mileage in the United 
States at the close of 1871 was about 60,000, in¢luding all 
the heaviest worked lines, so that the average amount of 
rails used in renewals appears to have been only eight 
tons per mile, which is equivalent to a renewal once in 
124 years, and it seems impossible that the average life 
of rails on our roads can be nearly sogreat. It is usually 
counted at no more than seven years; but the lines vary 
greatly in this respect, some giving three years as the 
utmost life of their rails, while on others, doubtless, the 
rails will rust out before they wear out. Really, the 
only basis we have for an accurate estimate of the aver 
age life of rails on American railroads is the yearly con- 
sumption, and we do not know that there are any more 
trustworthy statistics concerning this consumption than 
those we have given. 

We may, however, get nearer to the truth by taking a 
series of years, instead of a single one. During the four 
years beginning with 1869, we constructed just about 
25,000 miles of new railroad, having about 42,000 miles 
at the beginning of that period. In those four years the 
report before referred to gives the manufactures of rail 
in the United States as 2,593,586 tons, and the imports 
as 1,881,363 tons—a ‘otal of 4,474,949 tons. Subtracting 
the 2,500,000 tons needed for the new lines, we have 
1,975,000 tons as the quantity used for renewals in four’ 
years. This affords an average of 9.7 tons per mile, for 
renewals, which is seen to be somewhat more than for 
1872, as was to be expected, as a much larger proportion 
of the whole mileage of the country was new in 1872. 
and therefore neede fewer renewals. Indeed, most of 





the new roads constructed within the past four or five 


years have a comparatively light traffic, their aggregate 

renewals as yet must have been very small, but some of 

the older are fast getting to the point where they will 

need large renewals, the more so as a great part of them 

were laid with the cheapest iron to be had in the market. 

The figures indicate plainly, however, that the average 
life of rails throughout the United States during the 
four years ending with 1872 was more than 
ten years. Accepting this as the standard for the 
future, we will need next year something more than 
700,000 tons of rails for renewals alone. Now this is 
a great deal less than last year’s consumption, it is true, 
but then we are not going to give up railroad construc- 
tion entirely. On the contrary, whatever may happen 
with new schemes, there is reason to believe that there 
will be a great increase in the construction of second 
tracks and s'dings ; and at all events irom-masters will, 
on the average, have to supply what the traffic of the 
country wears out and no more. If, as recently, there is 
a construction of railroads in excess of the traffic, then 
the traffic is more divided, and the average life of rails 
increased, so that there is less demand than there would 
have been otherwise from the older roads. It is never- 
theless true that by an over-const: uction a stock of rails 
is laid up for the future, so that the stimulating effect on 
the rail market is less felt forthe first few years. 

American ironmasters, however, have another source 
of consolation in the rapid disappcarance of British com- 
petition. The British rail exporis to the United States 
for the eight months ending with August were 141,330 
tons in 1873, against 340,321 in 1872, and the falling off 
in these experts has been progressive, less than one- 
twentieth of the total for the eight months heving been 
exported in August, which was little more than one-sixth 
of the exports for the same month of 1872. And, indeed, 
unless there is a radical change in the condition of iron 
manufacture in Great Britain—until coal and labor are 
very much cheaper than they now are—American rails 
will be supplied almost exclusively by American mills. 
Now we have seen that hereafter the renewals alone will 
be almost equal to the consumption of American rails 
last year, and with an almost total cessation of construc- 
tion by new companies, we believe that the consumption 
of rails in the United States will necessitate an increase 
instead of adecrease in the production of American 
mills, should there be no increase in imports. 

Generally people make the mistake of lcoking upon a 
railroad structure as a permanent property, something 
like a block of stores or a warehouse. Those who study 
maintenance and renewal accounts need not be told that 
it it is a very small proportior indeed of a railroad prop- 
erty which -at all approaches in -permanency masonry 
buildings. The very road-bed is being continually wasted 
away by the elements, and needs constant renewals; the 
ties decay in a few years; the iron rails are worn out or 
go to pieces in a shorter time, under heavy traffic; the 
rolling stock wastes rapidly, and nearly the entire prop- 
erty is entirely renewed at not very long intervals. The 
work of new construction may”cease temporarily; the 
work of reconstruction goes on and must go on forever. 


THE PERILS OF COUPLING CARS. 











It is quite certain that several thousands of people are 
now disabled every year in this country alone in coup- 
ling cars. The amount of suffering and misery which is 
tbus caused it is impossible to conceive. Injuries of al- 
most every degree, from the loss of a finger to the loss 
of life, are inflicted, and the horrible mutilation and agony 
which many of those thousands are obliged to cn- 
dure are sickening to contemplate. We are fortunately 
so constituted that the reco!lection of pain‘ soon grows 
dim and vanishes, co th it it is impossible to give even a 
very faint conception of the intensity of suffering, the 
wild delirium of pain which the victims of such acci- 
ents often suffer. Of the aggregate amount of mere 
bodily agony which isendured by them no human 
being can form a conception. The secondary mis- 
ery which follows is perhaps even greater than 
the first. Poverty and want often stand in wait at the 
bedside and haunt the stepsof the poor victim’s faltering 
cratches. It is often easier to endure bodily pain than to 
be helpless and know that others are suffering because 
we are powerless to give aid, and perhaps none of us can 
realize the unhappiness of those who are hopelessly dis- 
abled for life, and unable to defend those who have a 
right to their protection. In all ages men have grown elo- 
quent over the evils of war, yet how little is said of the 
destruction of :ife and limb from the cause we have indi- 
cated. The killed and wounded are, as we have already 
pointed out, annually equal to that of a battle. One rea- 
son, we believe, why this has attracted so little attention 
is that very little, or, we might say, no accurate knowi- 
edge exists regarding the extent of theevil. The injured 





are nearly always obscure people, and the accidents often 
occur in out-of-the way places. Many of them are re- 
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ported in the newspapers, but more arenot. Even those 
which are reported stand as isolated instances, no sys- 
tematic effort having as yet been made to collect com- 
plete records of such accidents. In fact, it would be im- 
possible, withcut incurring enormous expense, to gather 
such statistics which would at ail approximate accuracy. 
An effort is made, it is true, to collect a monthly record of 
railroad accidents in these pages, which is believed to be 
tolerably complete so far as accidents which are matters 
of public interest are concerned; but this record is con- 
fined exclusively to train accidents, and takes no account 
of injuries to persons while coupling or crossing tracks. 
When some poor fellow has his hand or his arm or leg taken 
oft in the dead of night, or in the wilderness on the Union 
Pacific, in the mountains of Virginia or uninhabited 
prairies of the West, the even,t and often the life of the 
sufferer, passes away unheeded, excepting perhaps to a 
few to whom he was as near and dear as the reader is to 
those who love him. Hundreds of such cases occur, and 
no sound is made which the public hears, 

In some States railroad companies are required by 
legal enactment to report all such accidents, but most of 
these records are sadly imperfect. The magnitude of the 
evil is, therefore, not fully known, nor can it be pre- 
sented in any such authoritative form as to attract 
public attention. There can, however, be no doubt that 
the aggregate loss of life and injury from coupling cars 
is enormously great and increases as railroads and their 
business grow. 

The question which then presents itself is, how can 
this enormous evil be lessened, if not entirely prevented? 
It is quite true that a very large proportion of the inju- 
ries which are received are due to carelessness, but that 
is one of the elements of the problem. It is quite impos- 
sible to change the nature of the men who must be em- 
ployed in this work, and therefore reform in that direc- 
tion is quite hopeless ; but it may be practicable to alter 
the design and construction of cars, so that accidents will 
not be liable to happen, even with a certain degree of 
carelessness. The problem is, how to save the lives and 
limbs of the kind of men who now couple our cars ; it is 
not how to save a perfected class of men, such as the 
world thus far knows nothing about. 

It is of course very much easier in most cases, but es- 
pecially in this, to point out the evil than it is to show 
how it is tobe remedied. We may announce, therefore, 
at once, that we do not propose to offer a remedy, but 
only to try to indicate the extent of the evil, and sug- 
gest some methods of inquiry and research to determine 
the most effectual way of diminishing this lamentable 
injury to lifeand limb. 

The Union of German Railroad Administrations, as 
was noticed in last week’s RarLRoAD GAzETTE, have of- 
fered a prize of $750 for the,invention of a contrivance 
by means of which the coupling of railroad cars can be 
effected without the necessity of stepping between them. 
The award of the prize is governed by certain conditions 
which were fully explained in the notice referred to. 
This {act indicates that the same subject is attracting at- 
tention in Germany, and certainly its importance is de- 
serving of attention here. 


There are now, we have been told, over 800 patents in 
this country on car-couplers. It is quite possible that a 
careful examination of these inventions, by a competent 
and disinterested person, might reveal some practicable 
method of coupling cars either automatically or in some 
way which would avoid the nece:sity of going between 
them. Generally, however, it will be found that the 
great majority of such inventions are utterly useless and 
ineffectual in accomplishing what is needed: Each in- 
ventor, of course, thinks that his device is the ouly thing 
which will do what is needed, and whoever undertakes 
to investigate this subject must expect to encounter a 
vast amount of dreary ignorance and importunity from 
such inventors. The great mass of them have never 
studied this or any other subject with care, or observed 
the conditions which must be fulfilled in order to make 
the apparatus for coupling cars practicable. It is, of 
course, possible that some invention may be provided 
by which cars may be coupled witkout incurring any 
danger in doing it, but we believe that in this case much 
more can be immediately accomplished by improving 
the existing forms and methods of construction than by 
attempting to introduce more sweeping reforms. 

In a few minutes’ conversation with almost any intelli- 
gent brakeman one can learn which kind of cars is con- 
sidered most difficult and dangerous to couple. The 
reasons for this opinion can also usually be traced out. 
It will often be found, however, that while the opinions 
of such men are sound, the reasons they give for holding 
them are not. The opinions and impressions are the re- 
sult of observation and the daily training which practice 
gives them, but their reasoning is often mere prejudice. 
In other words, such men are experienced in the art of 
coupling cars, but very inexperienced in the use of the 
powers of reasoning. It is not, however, very difficult 


to discover with the aid of such men the peculiarities in 
the construction of cars which makes them dangerous. 
As an example, let us take the construction of the ordi- 
nary wrought-iron draw-head. Usually the space allowed 
between the buffer-beam or dead-wood and the coupling- 
pin is so little that if the draw-head is forced 
back by contact with the adjoining car, the hand 
of the person attempting at the same _ time 
to draw the coupling-pin will be and often is 
crushed between it und the dead-wood. Now, obviously 
the cure for this would be either to.allow more space be- 
tween the pin and thecar, or else put a stop of some 
kind to prevent the movement of the draw-head farther 
than a certain point, and thus allow room enough for a 
man’s hand. It will also be found that on many cars 
blocks of wood or iron castings are placed in such posi- 
tions that a man cannot reach the coupling link or pin 
without assuming a very constrained and awkward 
position, or exposing some portion of his body to the 
danger of crushing in case the collision of the cars is at all 
violent, as it often is. In othercars there is too little room 
allowed between the platforms or buffer-beams for 
a man to stand when both draw-heads are 
compressed. In others bolt-heads and 
the side sills are allowed to project so that a man is liable 
to be caught between them, especially on sharp curves. 
We mention these only as examples of dangerous forms 
of construction. Our list is not intended to be at all com- 
plete, but only to indicate how, by getting the experience 
of the men who are exposed to these dangers, their cause 
may be discovered. Much information could also be 
gained if, on througn lines, over which cars from other 
roads are run, a careful record were kept of such acci- 
dents, and of the kind of cars which caused each. 

One of the most inexpressibly horrible calamities 
which can befall any human being is that which is caused 
by a person having his foot inextricably caught in a frog, 
switch or guard-rail in front of an approaching train. 
Such accidents do occur, how often no one knows. The 
only preventive we know for them is to have the spaces 
where it is possible to catch a man’s foot filled up with 
wood. 

On one road we know of men were required to hold 
the coupling link with a stick, so as t» avoid crushing 
their hands. Strange to say the order obliging them 
to do this met with the most violent opposition from the 
men themselves. 


Careful investigation of the accidents which now occur 
would, we believe, inevitably show that a large number 
of them are preventikle by improved forms and methods 
of construction, and these improvements could be 
made without departing materially from the pres- 
ent way of building cars. If, however, any 
practicable invention will make it possible to 
couple cars without going between them, that invention 
will be the means of preventing an immense loss of life, 
and of saving incalculable suffering. What we want to 
make as clear as we can is, first, that cars of the ordinary 
method of construction can certainly be made safer, and 
that to make them so it is only necessary to exereise or- 
dinary intelligent observation; and, second, that some 
invention may be practicable which will eliminate almost 
entirely the danger from coupling cars. At the last con- 
vention of the Master Car-Builders’ Association, a com- 
mittee was appointed to report upon this subject. If 
they do nothing more than collect statistics of the number 
of people injured from coupling cars, they will do a great 
service, as they will thus draw public attention toa 
subject that sadly needs it. They can, h »wever, do much 
more than this: they can get the results of the observa- 
tion of most of the members of the Association, who for 
years have had opportunities of learning the causes which 
make coupling cars so dangerous. 

Should the committee undertake to investigate the 
merits of inventions for coupling cars, their task, we fear, 
will not be an enviable one. To say nothing of the mag- 
nitude of,the undertaking, it would, we think, be a very 
serious matter to be obliged to listen to all the patentees 
of such devices who would want to recommend their in- 
ventions. The responsibility of this committee is very 
great, as they have it in their power to stay in a measure 
the great waste of human life and limb which each year 
are sacrificed because so little effort is made to prevent it. 
Seldom is such an opportunity of being useful to our 
fellow-creatures afforded to any of us.. 








The Shrinkage in Prices of Stocks. 





On reopening the New York Stock Exchange on 
the 30th ult., after having been closed since the 20th, the 
sales were only tolerably large, and at prices which were 
nearly the same as those made on the street, irregularly, 
the day before. The enormous shrinkage in prices (with 
of course, absolutely no shrinkage in values meanwhile) 
within a fortnight is shown by the following table, in 





which we have given (preceding the name of each com- 


sometimes | . 


pany), also the number of shares of each stock sold on 
the 30th: 








Bcpt 1h Bet 80. Oacceson 

ept. 2 ecres Be, 
310 * tlantic and Petite geseeves eeren P34 i6 32 

100 Boston, Hartford __ eran niin MS 9 

338 Central of New Jersey....... ..... 101% 9136 10 
4,260 Chicago & Northwesiern........... 59 2 29 
660 Chicago & Nor:hwestern preferred. "9% 64% 19 
261 Chicago, Burlington & Quincy.. aoe 90 os 
4,275 Chicago, Kock Island and Pccific.. 1055g 91 4 
500 Cleveland & Pittsburgh guaranteed ae 994 * 
200 Clev.,Col., Cin. & Ind ...... ...c00 he vi) = 
1.500 Col., "Chicago & Indiana Central... 2834 23% 19 

2.135 Del., Lac. & Western.............. 984g 83 1034 
5,100 raul tadne. enn tnaeeniee 58 51% 11 
650 Erie preferred... ....cc.csecccecee 6734 . 
1.570 Hannibal & St Josep _ rere 24 27 
10,112 Lake Shore & Michigan Southern... 91% % 18 
132 Michigan OCentral..........c..cccce see £0 +. 
2,680 Milwaukee & St. Paul........... 46% 34 26 
600 Milwaukee & St. Paul preferred. 84 59 14 
2.363 New York & Harlem............... 28% 86111% 13 
10,695 New York Cen. & penen rage - 11336 91% 12 
4.250 Ohio & Mi-sissippi. oe. Bile Wg 2t 
Qe BRE EON,,..,.. ccciescescssveveencs 3% 34 21 
er haste cansctbonccencasnan 15% 95 18 
559 Pitts., Ft. W. & Chicago guar..... ons 80 + 
500 Rensselaer & Saratoga 100 - 
3,600 Toledo Wabash & Western. - 60% 45 25 
5.425 Union Pacific............... - 244% 19% 20 
3,500 Western Union Telegraph......... 8974 66% 26 


The e: ormous shrinkage in prices will be more strik- 
ing, perhaps, if we calculate the amount of the deprecia- 
tion on the whole amount of stock of some of the prom- 


inent companies, as we have done below : 
Central of New Jersey 





chia tee abadabkenhebehtsseosneeebes $1,100,000 
Chicago & Northwestern common............ csesseceeees 1,500,000 
Chicago & Northwestern preferred*** ........ccssseceeees 3 900,010 
Chicago, Rock leland & Pucific..........cccce0 cocceeeecers 3 390, 00 
Delaware, Lackawanua & Western.............ccececeeuse 2,1. 0 0v0 
ey Rites shacattsch bush stdhacentsebous soskoonas 4 980,000 
Lake Shore & Michigan South<rn. 7,900,000 
Milwaukee & Gh, FRE Ascccces 1 450,000 
_ referred 1,000,000 
New York & Harlem Ms RSE 1,490, 
New York Central & Hudson River... ...........0eee0e 10,810,000 
NUS tendiawbadihes kb abbscebeborienyesadebiaccesecss 1.400,0" 0 
GO, WAND WERNOR. oon cecccccceescccepocseses - 2,300,100 
len te RRB RAT He 1.80:00 
ee NO BIR accctnsiescecenccces secrcecenenes 8 300,L00 


These are dividend-paying stocks, with the exception 
of the three last named, while three others are irregular 
in making dividends, We see that the difference in the 
prices offered for these fourteen properties at the begin- 
ning and end of the fortnight amounted to the enormous 
sum of $54,910,000. The shrinkage has naturally been 
greatest in the stocks which pay dividends irregularly 
or not at all, not necessarily because these were propor- 
tionally higher before the panic, but because the greatest 
part of the dividend-paying shares are held for invest- 
ment and not throwx upon the market, and when they 
are offered investors who will touch no other stocks at 
any price take them up readily. 

Nevertheless, the decline in the best stocks has been 
enormous, and those who have sold New York Central 
at the last price given on the 30th ult. did what was 
equivalent to paying nearly 9 per cent. in perpetuity for 
the use of money, while the buyers of Lake Shore we 
believe to be pretty sure to get 104 per cent. on their 
investment henceforward. In the case of the latter, its 
price doubtless was unduly depressed by the fact that it 
wasa large debtor to the Union Trust Company, having, 
in fact, borrowed the money to pay its last dividend. 
When this was learned, the vast crowd of those who jump 
at conclusions assumed at once that the money for the 
dividend was borrowed because it was not earned, in spite 
of the published facts that the earnings of the road have 
increased enormously, while it has spent several millions 
in adding to its property, the cost of which is to be paid 
eventually from the proceeds of bonds. The only fault 
‘to be found with the expenditures on account of new 
capital are that they are hardly sufficient, for the road, 
like others similarly situated, is sure to have all the traf- 
fic it can carry with all additions to its facilities, and the 
last additions to capital account are likely to be the most 
productive. 








Railroad Time Standards. 





The standards of time of the different railroads of the coun- 
try are collectod in the Official Railway Guide for October. We 
have counted the number of lines or parts of lines using the 
time of each place, from which it appears that the times of 71 
different places are used as standards, and that the uumber of 
roads or parts of roads using each is as follows : 











OCRICAMO.....000cccccccrccccccces 51) Baltimore ....  ..ccccccccccces 3 
Phila elphia iabossnea ener anene 85 | Cambridge, Mass........... .. 3 
WOW TOEBcccccccccccccseveces 29 | Columbas, S.C............006- 3 
TORR §— oon 00dcnbc0esseecses 29 | Denver, Sein. cca aatnces 3 
a 1 Risa knass conccececeesce 3 
Dies, HE 000000000000 - 2000 13 | Hannibal, Mo 3 
Indianapolis....... 9| Memphis ....... <n 
Wasinngton, D. C . €] Nashville.... ... one 
Jeff-rson, Mo... . %| New Orieans . oS 
Louisvilie....... %| Providence, R.1......c.ccccees 3 
OE BREE, 20s cvccccseccecscones 6 | San Francieco...............+. 3 
Toronto...... « 6] BORMRR, AMR... ccccccs cocccccces 3 
Biss ncesececccsesscs cocece 6| Wilmingt: n, N. C.........000. 3 
8 Ort at Sere 2 
BaPVaRMGR., 200 ccccccccccceccsee § | BaMalO. coccccccccccces cocccccs 2 
Cincinnati.. 4 | Charleston, 8. C. -2 
Hartford. . 4| Cleveland....... >i 
Milwaukee. 4| Galvestun.. .. ae 
Mobile..... ° 4 om lesavecenseesesens en 2 
MORIN) ...cecvccceseccscccese Of) RERRbec cc cccccccccccccccesess 2 
POTEROG, TRO. 2000 cccccnccccece 4 rage Bilvopenescecces cseseeee 2 
BRIERE, VOice - 0000 -ccveves 4] VIGREBERR. ccc cccccce cvcccocces 2 














While there is one each using the time of Atchison, Kan., 
Atlanta, Ga., Bath, Me., Hamilton, Ont., Houston, Tex., Jack- 
sonville, Ill., Kalama, Wash. Ter., Knoxville, Tenn., Laramie, 
Wyoming Ter., Lincoln, Neb., Little Rock, Ark., Meridian, 
Miss., Moncton, N. B., New Haven, Conn., New London, Conn., 








Pensacola, Fia., Pittsburgh, Pa., Port Hope, Oanada, Portiand, 
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Or., Portsmouth, Va., Rome, Ga., Salt Lake City, Utah, 
Shreveport, La., Sioux City, Iowa, St. Stephen, N. B., Terre 
Haute, Ind., Winona, Minn. 

This accounts for $22 lines and parts of lines, and probably 
is quite incomplete and imperfect, though showing pretty well 
the condition of affairs. It is evident that this complexity 
could be vastly diminished with very little effort or inconven- 
fence, even if it could not be exchanged for absolute uni- 
formity, which we believe to be entirely feasible. Either New 
York, Philadelphia or Washington time would serve very well 
for all these places, and for the country as far west as Pitts- 
burgh and Buffalo, except a part of New England, which might 
prefer Boston or Cambridge time, and so of the other dis- 
tricts. Or, if an absolute standard is wanted from observatory 
towne, Cambridge, Washington, Aun Arbor, Chicago or St. 
Louis, and Oakland, Cal., would serve the whole country. 








Car Construction. 


The valuable statistics c »ce:ning the stock of cars of various 
classes owced by the ra:lroads of the United States and Canada, 
andof the number consiructed by private compauies and rail- 
road companies during the year ending with May last, which 
Mr. Leander Garey collected for the Master Car Builders’ As- 
soviation, enable us to ascertain how large a proportion of 
this work is done in the shops of the railroad companies. We 
summarize the figures, omitting hand cars, which are given for 
the railroad companies only : 

CONSTRUCTED BY——————— 


Passenger-train cars....... 


Fr. ight-train cara..... ... 35.531 Q1,411 
OVENS CRIB on cccccscces 31 408 
en © se0e.- 36,765 22,517 


The railroad companies are thus seen to have constructed 
about three-cightbs of thei: passenger-train cars, three eighths 
of their freigut-train cars, and about eleven-twentieths of their 
service cars, and 38 per cent. of the whole stock manufactured 
during the year. 

The increase of rolling stock is also very well shown by Mr. 
Garey’s figures. At the close of 1871 he reports 252,334 cars, 
and the coustruction during the year beginning six months 
later was 59,282, or about 23} per cent. of the stock at the date 
named. Doubtless a large part of this new construction was 
for renewals, but with the largest possible allowance for that, 
the increase instock must have been something like 15 per 
cent. The increase in railroad mileage was as much as 13 per 
eont., but of course the new mileage did not require so large a 
stock per mile as the average of the oJd—probably not more than 
one-third of that average, and the great bulk of the additions 
were made for uld roads, to enable them to conduct the traflic 
which was pressing them. 








Record of New Railroad Construction. 


This number of the RatLroap Gazerte has information of 

he laying of track on new railroads as follows : 

Dunning’s Creek.—C.mpleted from Bedford, Pa., north 11 
miles to Holderbaum’s. Muwaukee, Lake Shore & Western.— 
Complete i by the laying of track from Sheboygan, north along 
the west shore of Likes Michigan, to Manitowoc, Wis., 25 miles. 
Texas & Pocijic.—The Jeferson Division has been extended 
northward 7 mules toa point 33 miles from Jefferson, and the 
Transcontinental Division has been extended eastward 7 miles 

' to a point 29 miles east of Sherman, Texas. Cairo, Arkansas 
& Texas.—Conipleted by an extension southwestward 41 miles 
to a juuction with the Arkansas Division of tie St. Louis & Iron 
Mountain Railroad at Poplar Bluffs, Mo. Wasatch & Jordan 
Valey.—Extended trom Granite to Fairfield’s Fiat, Utah, 5} 
miles. The road is of 3-feet gauge. Paducah & Memphis.— 
Extended from Obion southwest 4 miles to Trimble, Tenn. 
Colorado Central.—This line has been extended from Ral- 
ston northward 36 miles to Longmont, Col., and the Fioyd 
Branch has been completed from Fork’s Creek to Floyd 
Hil, 4 miles. Chicago & Canada Southern.—Extended from 
Biisetieldy northeastward about 40 miles to Grosse Isle, Mich., 
completing a line 65 miles long trom the Detroit River 
southwestward. Worcester & Shrewsbury.—This road, of 3-feet 
gauge, is compieted from Worcester, Mass., eastward three 
miles to Like Qiinsigamond. 

This is a total of 183} miles of new railroad, making the total 
completed in the United States in 1873 2,691 miles. 











Diameter of Wheel-Seat of Standard Car-Axle. 


In last week’s RaiLRoap GazeTTE a correspondent, who sigus 
himself * A Member,” inquires by whose authority the wheel- 
seat of standard-axie was made 4] inches diameter. We learn 
that this chenge was made by the Committee on Oil-Boxcs 
and Journal-Bearings at their meeting iu July. Whether the 
committee had the authority to do this or not we will not 
cecide. 








Erratum. 





In an article published last week on “The Railroads and the 
Pauic,” a typographical error made us say that the population 
of the United States increases at the rate of 5 per cent. aupu- 
ally, instead of 2 per cent., in accordance with the facts. The 
article as it stands made it puzzliog to understand how the 
increase could be so little as 64 per cent. in three years, 








RarLnoap Bui_pine 1N New JEnskEy, under the general rail- 
road law passed last spring, bas nut shown as much activity as 
was predicted, or as was generally expected. Nut many com- 
panies have been organized, and, as fur as we are iuformed, 
not a mile of treck Las yet been laid under the authority of the 
general Jaw. With the exception of three or four, the com- 
panics thus far organized are mainly to build short local roads, 
or cxtensions of existiug lines. The exceptions are the com- 
panies which proposed to build lines from New York to Puila- 


delphia, and of these organizations, the National Company has 
thus far done nothing. and, indeed, seems likely to do nothing ; 
the New Jersey Railway Company has made surveys, but ap- 
pears to be waiting to see whether the National is carried 
through or not; of the latest company, which purposes build- 
ing by way of Amboy and Camden, it is perhaps too soon to 
speak, although it appears to be in the hands of men who have 
been connected with many projected roads, and who have thus 
far been more distivgu'shed for promises than for performance. 
Doubtless the same conditions which have cansed less activity 
in railroad building in other parts of the country have pro- 
duced the same effect-in New Jersey ; but it is true, too, that 
the State is already pretty well provided with railroads, and 
that short branches and extensions are the only lines likely to 
ve needed for some years tocome. As toa new line from Phila- 
delphia to New York, the termious of such a line must be on 
the Hudson opposite New York, and it is very difficult, indeed 
impossible, for any new road to reach the Hudson without the 
rermigsion of some one of the existing companies. These com- 
panies control nearly the whole water front of Jersey City and 
Hoboken, and even if they had any room to spare they are not 
likely to give up any part of it to make room fora rival. 








Tue American Society or Civit ENGINEERS has recently 
received a condensed profile of the Lake Shore & Michigan 
Southern (which that company has recently had lithographed), 
and it is intimated that the Society and the profession would 
be much benefited if the «ngineers of other railroads would 
provide it with similar documents. Certainly they might be 
of great value to people out of the profession at certain times, 
and a collection of them is necessary to give a complete under- 
standing of the railroad system of the country. 








Tue Rartway AssocraTIoN oF America will hold its next half- 
yearly meeting in Parlor No. 1 of the Grand Pacific Hotel, Chi- 
cago, beginning at 11 a. m. of Wednesday, the 8th inst, All 
presidents, vice-presidents and managing officers of railroads 
are invited to attend. We have heard that possibly a new plan 
of organization may be presented and discussed, and in this 
connection the sketch of the association which was formed in 
1866, which we publish elsewhere, will be interesting. 








NEW PUBLICATIONS. 





Chimneys for Furnaces, Fire- Places and Steam Boilers. By 
R. Armstrong, C. E. (D. Vau Nostrand, New York.) 

This is the first number of the *‘ Science Series ” by this pub- 
lisher, to which our attention was not called until after our 
notice of the second number. The book is a rambling sort of 
an essay on “‘chimneys” and we are compelled to say that we 
believe it of very little value. Reading it is like listening toa 
dull sermon ; there is the constant feeling thai it ought to con- 
tain some valuable infurmation, but somehow the latter always 
evades the reader until the attention is exbausted and the book 
is laid aside as hopelessly dull. The book seems to be simply a 
plea for chimneys with a large internal sectional area, and with 
the exception of the directions to stokers at the end of the 
book, all the valuabie information it contains could be con- 
densed into a few paragraphs. It is evidently a reprint from 
some English publication, but we are not able to give its gene- 
alogy. The book we thiak unworthy of being the pioneer of 
the ‘* Science Series” of the leading publisher of this class of 
works in this country. 





Practical Designing of Retaining Walls. By Arthur Jacob, 
A.B. (New York. D. Van Nostrand.) 

This is No.3 of the publisher’s ‘*Science Series,” and isa 
useful little manual. It gives the principles, formule and 
tables for designing such works. These are in such a concise 
form as to be serviceable to the working engineer, which un- 
fortunately cannot be said of all similar books. It contains, 
however, no information concerning foundations for retaining 
walls, which we believe is the part of their construction usually 
attended with the most difficulties. It is also a subject which 
it is impossible to study by an examination of existing works, 
as the foundations are always buricd and inaccessible. A good 
treatise on retaining walis, which would include abutments and 
piers for bridges and, especially, give information concerning 
the manner of dealing with quicksands, boulders and other 
treacherous material, would be of very great value to many en- 
gineers, especially the youoger members of the profession. 








The “National Railway Association.” 


By the kindness of railroad officers who took part in the 
movement, we have been able to examine letters and records 
relating to an organization of American railroad companies 
which was made in 1866, and which held several meetings and 
mapped out for itself a good deal of important work. Although 
so recent, the movement is entirely unknown to a great many 
railroad men, and as there is now an ¢ffuit to sustain an organ- 
ization of similar character, a sketch ofthe rise and the decline 
and tall of the ‘“‘ National Railway Association” should be espe- 
cially interesting. 

The first document relating to this Association is the call for 
a ‘National Railroad Convention,” to be held in Philadelphia, 
July 4, 1866, which is without date. This circular, which orig- 
inated, we believe, with Mr. Isaac H. Sturgeon, at that time 
President of the North Missouri Railroad Company, says : 


“The immense capital invested and being invested in rail- 
ways renders this oue of the most importaut interests in the 
country. It has been thought that a personal interchange of 
views between the chief oflicers of the railroads of the country, 
in regard to their coustruction, general management aud oper- 
ation, would be productive of much good to this interest; and 
with this object iu view this convention is called. 

“In such a couvention ah immense amount of valuable in- 
formation will be imparted in regard tv everything connected 
with railroad construction and mauagement— mprovements in 





machinery and rolling stock of all kinds, repairs of road, the 





= 


value of advertising and traveling agents, runners, and other 
expenses of that class, the reforms needed in the free-pass sys- 
tem, ete. Itis hoped that the assembling of such a conven- 
tion may result in establishing rules and imparting ivforma- 
tion that will save large sums of money both in constructing 
and operating railroads. 

‘One of the greatest benefits to result from the assembling 
of such a convention will be that the chief railroad managers 
trom all parts of the country will become personally acquaint- 
ed. Such a mingling of citizens from all parts of the Union 
can but be productive of great good in restoring harmony and 
good feeling among the people of our common country. It 
scems to us that the assembling of such a convention will go 
far toward obliterating the estrangements arising from the 
deplorable past, and iu again uniting ali for our whvie country. 

** The chief officers of the railroads in the British Provinces 
are invited to meet in this convention and take part in its dis- 
cussions, 

“All papers in the United States friendly to the assembling 
of this convention are requested to publish this call. 

‘The presidents, chief engineers and general superintend- 
ents of all railroads of the United States are earnestly invited 
to meet in this convention without further notice than seeing 
this call in the newspapers of the country.” 

This call was signed by twenty-seven presidents, ten general 
superintendents and two chief engineers, among them Mr.T. B, 
Blackstone, of the Chicago & Alton; Mr. Chester W. Chapin, 
of the Boston & Albany; Mr. Isaac Hinckley, of the Philadel- 
phia, Wilmington & Baltimore ; Mr. Banjamin H. Latrobe, then 
of the Pittsburgh & Conneilsville; Mr. Gyles Merril, of the 
Vermont Central; Mr. John Newell, then of the Cleveland & 
Toledo; Mr. J. Edgar Thomson, of the Pennsylvania, and Mr. 
Ashbel Welch, of the Camden & Amboy. 

A letter from Mr. B. H. Latrobe, dated July 3, 1866, to a rail- 
road president who was to attend the convention, proposed as 
important subjects for the consideration of the proposed asso- 
ciation the resistance to an increase of the duty on railroad iron 
(with special reference to the enormous renewals then needed 
on Southern railroads), the best mode of establishing and oper- 
ating through transportation lines over two or more connecting 
roads, a better standard of qualifications for the various execu- 
tive officers of railroads, and uniformity of railroad signals. 

The convention was held as called July 4 and 5, 1866, in Phila- 
delphia. J. Edgar Thomson was President, Isaac H. Sturgeon 
(the President of the North Missouri), Vice-President and 8S, 
L. Fremont, of the Wilmingtou & Weldon, Secretary, and there 
were twenty-seven other railroad officers prasest on the first 
day, mostly from the East and South. On the second day fif- 
teen more were present, mostly from the South. 

At this meeting a memorial was adopted, praying Congress 
not to increase the duty on railroad iron, and a committee ap- 
pointed to prepare business for the convention recommended 
the consideration of the following subjects : 

**1, The abolition of the whole system of runners, commis- 
sion on sales of tickets, and other irregular means of obtaining 
business. As this subject has been discussed at several meet- 
ings of the ‘trank lines’ between tue Eist aud West, it is sug- 
gested that the resolutions adopted by them be considered by 
this convention. 

‘2. The abolition or very great reduction of free passes. 
One railroad company, acting alone, would fiud it difficult, if 
not impossible, tu disco..tinue such passes; but if al should 
unite, it would be easy foreach. Free passes are a heavy tax 
upon the railroads, and dissatis y more peuple than they coa- 
ciliate. Their discontinuance, your committee think, should 
be by the voluntary action of the companies—not by legislative 
interference. 

“3. A respectful memorial to Congress, asking for compen- 
sation fur carrying traveling post offices, aud also additional 
compensation for ordinary mail service beyond the amount 
contemplated when the present prices were tixed. The actual 
cost of carrying each traveling post-office car one way cannot 
be less than $75 per mile per annum, and no compensation 
for this can be obtained under existing laws. The ordinary 
matter carried on some routes is said to pay less freight per 
hundred pounds, transported at passenger speed, than ordi- 
nary first-class goods carried upon slow time. 

“4, A further mem rial to Congress to bs prepared to se- 
cure the remission of taxes on gross receipts tor fr ight, and to 
make a two-cent stamp sufficient on all railroad bills of lading, - 
whether they are in their nature cuntracts or merely receipts. 
The five-cent stamp on each bill of lading, however small the 
amouut of property, 1s a serious impediment to business. It 
is also desirable to obtain a remission or modification of the 
tax on repairs of rolling stock. 

5. A respectful memorial to the Postmaster-General, request- 
ing him to discontinue such Sunday mails as, on the return 
of peace, the public iuterest does not now require that Sunday 
trains should be run ; employees should have a day of rest, and 
the day keptin accordance with the moral sentiment of the 
ar yr > 

6. An adjournment to meet at some future time (say at the 
St. Nicholas Hotei, New York, at noon on the third Wednes- 
day iu October next) and the appointment of committees, who 
shall receive any communications that may be offered on the 
following subjects, and report at said adjourned meeting, viz: 

“Signals and safety regulations. 

** Permanent way and fixtures. 

* Rolling stock. 

‘* expresses, fast freight lines and sleeping cars. 

** Patents aud patent laws. 

* Fares and freights, including classification. 

“Ticketing, and the amonnt of luggage to ba allowed to each 
passenger, way-billing and checking. 

‘Circular letter of invitation to the adjourned mecting, 
enumerating the subjects referred to eommitiees, etc.” 

Several inventions were referred to the committee for inves- 
tigation ; a committee was instructed to report on the expedi- 
ency of such legislation as would enable the companies to con- 
nect the matter of insurance on passengers with a general 
policy for the benefit of disabled employees, and the .conven- 
tion adjourned, to meet in New York onthe third Wednesday 
of the following October. 


Acircular dated July 16, 1866, gave the list of the subjects to 
be considered at the next meeting, with the names of the com- 
mittees appointed by the Executive Committee to consider 
each. Among the committeemon appear the names of Ben- 
jamin H. Latrobe, R. B. Mason, John B. Jervis, T. B. Black- 
stone, Silas Seymour, Isaac Hinckley, Hugh Riddle, Warren 
Colburn, Dean Richmond, J. W. Garrett, Thomas A. Scott, C. 
J. Brydges, Wm. H. Vanderbilt, A. S. Diven, Amasa Stone, Jr., 
Onslow Stearns, George L. Dunlap, Ashbel Welch, John M. 
Douglas, Gyles Merrill, Charles F. Hatch, E. D. Williams, G. 
T. Beauregard, C. P. Huntington, Robert Harris, E. B. Phil- 
lips, Chester W. Chapin, Alexander Mitchell, D, C. McCallum, 
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Albert Fink, George Stark, Ginery Twitchell, John L. Jewett, 
Henry S. McComb, and many other eminent railroad men, most 
of whom, however, seem not to have been members of the as- 
sociation—if it could be called an association at that time. 

A letter dated July 16, 1866, from Mr. Albert Fink, of the 
Louisville & Nashville Railroad, which we have had an oppor- 
tunity of reading, presents some original and weighty sug- 
gestions. He would have a railroad bureau, consisting of 
three or four authorities on railroad matters, one in each de- 
partment, whose sole duty should be to study railroad business 
and take care of railroad interests, and collect and distribute 
all information relating thereto. Mr. Fink estimated that such a 
bureau could be supported for $35,000 per year, and that it would 
be the best investment the companies could make. “Every road 
now makes its own experimeuts at its own cost. Thousands of 
dollars are sometimes expended in introducing so-called im- 
provements which have on other roads been proved a failure 
long ago. It would be the business of the Railroad Bureau to 
know the practical results of all inventions, and upon request 
to communicate them to those who desire information.” 

The October meeting was held as called at the St. Nicholas 
Hotel, New York, on the 24th and 25th of that month, at which 
Mr. Sturgeon, the Vice-President, presided in the absence of 
Mr. Thompson. Twenty-two railroad officers were present the 
first day and seven more the second day. 

At this meeting the following resolution, offered by Mr. 
Ashbel Welch, was unanimously adopted : 

* Resolved, That the general object of this convention is the 
improvement of railroad coustruction, maintenance and man- 
agement, and that uo action should be taken tending to isolate 
the railroad interest or place it in a position antagonistic to 
other interests, and that no subject should be entertained in- 
volving political, sectional, or similarly exciting discussions.” 

Messrs. Benj. H. Latrobe, D. C. McCailum, Albert Fink, 
Ashbel Welch and Juhn B. Jervis were appointed a committee 
to consider the expediency of establishing a railroad bureau. 

Mr. Ashbel Welch made an important report on “ Signal and 
Safety Regulations,” which was published in THe RatLroap 
GAZETTE, on page 460 of Vol. If. (February 11, 1871). Mr. D. 
C. McCallum made a report on “ Preserving Timber,” in which 
attention was called to the Robbins and Hamar processes, Mr. 
Isaac Hinckley reported briefly on ‘* Mail Service, Pust-oftice 
Cars and Sunday Trains,” and the Committee on Machinery and 
Patents reported that seven devices had been pr. se sted to their 
attention, which they could not express an opinion on, but rec- 
ommended the employment of experts to investigate such 
matters. 

The following proposition was referred toa committee for 
consideration : 

‘The accidents that occur in persons attempting to get on 
trains after they are under way , the importance of having all 
the time of the conductor to attend to his train and the com- 
fort of his passengers seems to make it important that all rail- 
ways should unite in adopting measures that would compel, as 
far as possible, the purchasing of tickets by persons befure en- 
tering the cars, and to allow uo one toattempt to get on or off 
the cars while in motion. This policy would save life, vexa- 
tions, suits for damages, and secure the greater integrity of 
conductors.” 

The convention adjourned to meet at the same place on the 
second Wednesday of May, 1867, and the Executive Committee 
was instructed to urge committees to report at that meeting. 

On the 29th of March, 1867, Mr. J. Edgar Thomson, the 
President, and Mr. Isaac H. Sturgeon, the Vice-President, 
issued the following circular over their signatures : 

“The railroad companies of the United States are respect- 
fully and earnestly requested to have themselves represented 
by one or more of their cuief officers at the adjourned meeting 
of the National Railway Convention—which assembled for the 
first time on the 4th of July last, at Philadelphia, and again on 
the 24th of October last—at New York, at 12 o’clock on the 8th 
day of May, 1867. A committee was appointed at the October 
meeting to inquire into the best form in which a permanent in- 
stitution devoted to the promotion of the common interests of 
the railways of the country could be established. That commit- 
tee will make their report at the meeting in May, and it is in 
the highest degree desirable that there should be a full repre- 
sentation of the entire railway body. The necessity of such an 
institution for the protection and promotion of those interests 
in which all share alike, and which are aside from and above all 
rivalry between different members of the body, is becoming 


daily more apparent, and the time is fully come for its organi- 
zation. 


“‘This, and every matter that concerns.railway interests, will 
be considered. 

“Tf the chief officers of railway companies shall be so occu- 
pied with duties as not to be able to attend the convention, it 
is hoped that they will send a director of their company, with 
full power to act. 

“The immense capital invested and being invested in rail- 
ways seems to demand that they should assemble together and 
devise means best calculated to protect and advance railroad 
interests, and create a popular sentiment of a friendly char- 
acter toward them. 

‘Tt is earnestly hoped that there will not be a single railway 
company in the United States unrepresented at this conven- 
tion.” 


We have no record of this May meeting, except a printed con- 
stitution then proposed, which is interlined and added to by a 
committee which revised it for a following meeting. The con- 
stitution, as proposed at the May meeting, called the society 
the ‘“‘ National Railway Convention of the United States,” and 
the preamble declared that “‘a periodical assemblage of the 
principal officers of the railway companies of the United States, 
and of the civil and mechanical engineers connected with its 
public works, will be greatly conducive to a free ex- 


change of information and opinion upon all sub- 
jects of common interest to the internal improve- 
ment system of the country.” The members were 


to consist of all railroad or canal officers not lower in grade 
than general freight or ticket agents, of the officers of compa- 
nies manufacturing machinery for such works, and of civil and 
mechanical engineers engaged thereon. The society was to be 
supported by contributions from the companies, which the 
members, before joining, should be authorized to promise. 
Meetings were to be held in Washington in May and Novem- 
ber. The officers were to be a president, secretary and treas- 
urer, and an executive committee of seven, including the pres- 


ident and secretary, which was to meet quarterly, and was to 
be authorized to employ agents at its discrction to make in- 
vestigations, collect statistics, examiue new inveutions, etc., 
the results of whose inquiries would be presented in the writ- 
ten reports of the executive committee to the Convention. The 
salaries of officers were to be fixed when the constitution should 
be adopted, and yearly thereafter. 

This proposed constitution was referred to a committee ata 
meeting held in Philadelphia on the 5th of the foliowing July. 
We have examined correspondence held on the subject, in 
which varlous suggestions were made by Mr. Ashbel Welch, 
Mr. John B. Jervis and Mr. R. D. Rice. The constitution was 
amended so as tochange the name to ‘ National Railway As- 
sociation,” make it a society of railroad companies, to 


be represented by such persons as they might ap- 
point for the purpose, while civil and mechanical 
engineers might be chosen as associate members, 


having the right to debate but not to vote, and not subject to 
be taxed to support tho Association. The Association was to 
be supported by contributions from the companies belonging 
to it, assessed one-half in proportion to mileage, and oue-hal‘ 
in proportion to gross receipts. The meetings were to be held 
in Philadelphia instead of Washington, and annually instead of 
semi-annually. Toe working of the Assuciatiou through an ex- 
ecutive committee employing agents at its discretion was left as 
first proposed. Articles were added declaring the object of 
the Association to be improvement of railroad construction, 
maintenance and mavagement, and prohibiting action tending 
to place the railroad interest im antagonism with other inter- 
ests, or involving politics. No company with less than 20 miles 
of road could become a member, and each should have at least 
one vote and not more than five, but within these limits one 
for every hundred miles of road. 

A circular from Mr. J. Edgar Thomson, the President, dated 
August 8, 1867, was sent out with this revised constitution, to- 
gether with a letter signed by a comm:ttee appointed at an ad- 
journed meeting of the convention held in Altoona, Pa., July 
18, explaining its objects, a copy of which we have not seen. 
This circular also gave notice of an assessment of ten cents per 
mile of railroad to defray expenses. 

A letter from Mr. Ashbel Welch, respecting this constitution, 
written December 3, 1867, says : 

“‘The constitution settles a few principles and leaves forms 
and modes of proceeding to be varied trum time to time as 
experience may show to be best. Ail the companies I have 


consulted are in favor of the thing; the difficulty is, no one 
has time to attend to it.” 


This is the last information we have of the “National Rail- 
way Association.” Having been organized with some care and 
after much discussion, and on a basis which was almost unani- 
mously adopted, and having the support of the leading railroad 
men of the East, it seems to have qu etly disappeared ; it died 
and made no sign. We imagine that the secret of its failure is 
given in the last sentence of Mr. Welch’s letter above. All the 
companies were in favor of it, ‘‘the difficulty is, no one has time 
to atlend to it.” And we are inclined to believe that the suc- 
cessful working association, which is very much needed in this 
country, and might be productive of immense benefits, will 
be managed, and for the most part served, by officers who will 
have uo other dut.es, but will be paid salaries by the associ- 
ated companies, and give their whole time to the association. 


Qeneral Railroad Wlews. 


ELECTIONS AND APPOINTMENTS. 











—Mr. W. D. 8. Anderson, for some time in the Auditing De- 
partment of the Chicago & Northwestern, aud for two or three 
years past in the General Ticket Office of the Vandalia Line, 
has accepted a position as Chief Clerk in the Freight Depart- 
ment of *the Houston & Great Northern. 

—At the annual meeting of the Toronto & Nipissing Railway 
Company in Toroato, Ont., Sept. 9, the following board of di- 
rectors was elected: William Gooderham, Jr., A. T. Fulton, J. 
E. Ellis, Wm. Copland, H. McDonald, H. P. Dwight, Joseph 
Gould, George Gooderham and W.S. Lee. The directors sub- 
sequeutly elected Wm. Gooderham, Jr., President, and A. T. 
Fuiton, Vice-President. 


Railroad Company,-in Terre Haute, Ind., September 23, the 
following directors were chosen : L. A. Burnett, Terre Haute, 
Ind. ; James B. Foley, Greensburg, Ind. ; James Small, Bioom- 
ington, Ind.; John D. Scully, Pittsburgb, Pa. ; C. F. Betts, L. 
D. Brim, H. C. Thomson, New York. Messrs. Brim and Thom- 
son are new directors, replacing Alfred Pleasanton and H. I. 
Hubbard. The board subsequeutly elected the following offi- 
cers: President, L. A. Burnett; Vice-President, James B. 
Foley ; Secretary and Treasurer, A. B. Quackenbush, Terre 
Haute, Ind. 

—Mr. Stephen Lightcap has been appointed Train Dispatcher 
at Chambersburg, Pa., on the Cumberland Valley Railroad, in 
place of Henry Elliott, resigned. Mr. Lightcap has been for 
some time a conductor on the road. ; 

—Mr. Louis Biankenhorn, late in the Auditor’s office of the 
Southern Minnesota Railroad, has been appointed Accountant 
in the Auditor’s office of the International & Great Northern 
road at Houston, Tex. 


—Mr. C, W. Winslow has been appointed General Account- 
ant of the Canada Southern Railway Company. 


—Mr. Frank Milligan, formerly General Freight and Ticket 
Agent of the Detroit, Eel River & Illinois Raiiroad, has been 
appointed Contracting Agent for the State of Michigan of the 
treight department of the Great Western Railway of Canada. 
His office is at Detroit, Mich. 

—Mr. H. A. Blood, late General Superintendent, has been ap- 

inted General Manager of the Boston, Clinton & Fitchburg 

ailroad and its leased and controlled lines, comprising the 
Fitchburg & Worcester, Mansticld & Framingham, Framing- 
ham & Lowell, Nashua, Acton & Boston, Taunton Branch and 
New Bedford railroads. Mr. Scott A. Webver, late Gen-ral 
Freight Agent, has been appointed Superintendent of the Bos- 
ton, Clinton & Fitchburg road. 


—Mr. R. E. O’Brien, who has been Chief Engineer and Su- 
pcrintendent of the Aulautic & Great Western Raiiroad Com- 
pany, has been appointed Second Vice-President, assuming 
that position September 1. 

—Mr. Samuel 8. Blair, for 13 
the Baltimore Division of the 





— past Superintendent of 
orthern Central Railway, has 


—At the annual meeting of the Cincinnati & Terre Haute | 





been appointed Superintendent of the Tyrone Divisio 
Pennsylvania Railroad. , er 

—Mr. George C. Wilkin has been appointed Su 
of the Baltamore Division of the Northern Centr 
place of Samuel 8. Blair. 


-——Mr. 8. Farnsworth is Eistern Passenger Agent of the To- 
weed ——_ . _ Railway, with ethics” at Worcester, 
as~. r. J. S. Lazarus is Western Passenger Agent, wi 
oftice at Kansas City, Mo. ’ tines 

—Mr. William H. Brown has been appointed Auditor ; J. C. 
Hadley, General Freight Agent, aud Walter C. Hobbs, General 
Ticket Agent of the Logansport, Crawfordsville & Southwestern 


rintendent 
Railway, in 


| Railway, in place of J. E. McGettigan, who held all three 


oflices. 


—Mr. T. A. Walker, Selma, Ala., and Hon. John Tucker 
(President of the company), New York, are receivers of the 
Selma, Rome & Dalton Railroad. 


—Mr. J. Brandt, Jr., recently Superintendent of Motive Power, 
has been appointed Superintendent of the Oregon & California 
Railroad, iu place of J. UC. Hildreth, resigned. 


—Mr. Robert Martin has been epnainted Secretary and Treag- 
urer of the Port Royal Railroad Company, in piace of R. H. 
Toayer. Mr. W. W. Thomas has been appointed General 
Freight and Licket Agent, mm place of W. H. Kirk. 


—Mr. H. 8. Hangan has been appointed Auditor and Treas- 
urer of the Southern Minnesota Kwilroad Company, in place of 
. G. Lepuox, resigned. Mr. J. K. Brown has been appoiuted 
Laud Commissioner, in place of M. Conant. Mr. James Waters 
has been appointed Master Mechanic, in place of W. Lininger. 


—Mr. O. G. Murray has been appointed Assistant General 
Freight and Ticket Agont of the Galveston, Houston & Hender- 
son Ruilroad, with office at Galveston, Texas. 


--Mr. Ira A. Evans has been appointed Secretary of the Iuter- 
national & Great Northern Railway Company, in place of 
Robert Avery. 


—Mr. J. B. Washington has been appointed Assistont Audit- 
or aud Secretary of the Pittsburgh, Wasbington «& Baltimore 
Raiiroad Company. Mr. 8S. C. Hough is General Passenger 
Agent, with office at Pittsburgh, Pa. Mr. L. M. Cole is General 
‘Ticket Ageuvt, with office at Baltimore. Mr. G. B. Rathfon 
has been appointed Assistant General Freight Agent, in place 
of C, A. Chipley, resigned. 

—Mr. D. E, Maxwell, Assistant Superintendent, has been ap- 
pointed also General Freight and Ticket Agent of the Atlantic 
Gulf & West India Transit Company’s (formely the Florida) 
Raiicuad, His office is at Fernandina, Fla. 


—Mr. C. A. Chipley has been appointed agent of the freight 
department of the Baltimore & Ohio Railroad at Boston, Mass, 
—Mr. H. P. Alden is General Superinteydent of the Canada 
Central Railway. Mr. T. A. McKinnon is Local Superintend- 
ent, aud H. A. Alden Mechanical Superintendent. The oftices 
are at Brockville, Out. 


—The officers of the newly organized Union Railroad Com- 
pany of New Jersey are as follows ; President, Peter Bentley. 
Jr.; Treasurer, Gardiner 8. Kimball; Secretary, Juhn P. Cul- 
ver; Chief Engineer, J. B. Culver; Attorney and General 
Manager, Johnson D. Bangbart. 








PERSONAL. 


—Mr. Henry Elliott, Train Dixpatcher at Chambersburg, Pa., 
on the Cumberland Valley Railroad, has resigned,and will take 
charge of a hotel at Chambersburg. 


—Mr. E. C. Dawes has retired from the office of General Su- 
perivtendent of the Logansport, Crawfordsville & Southwestern 
Railway. Mr. J. H. Paris has resigned the oftice of Secretary, 
and J. H. Elston that of Treasurer of the company. 

—Colonel W. E. Faulkner, for many years a director of the 
Fitchburg Railroad Company, died at his residence in Acton, 
Mass., September 27. 











TRAFFIC AND EARNINGS. 





—The earnings of the Chicago & Northwestern Railway for 
the third week in September were : 1873, $352,344; 1872, $316,- 
295 ; increase, $36,049, or 10] per cent. 

—The earnings and expenses of the Northern Central Rai'- 
way for the eight months ending August 31 were as follows: 





i 1873. 1872. Increase. Per ct. 
Gross earnings....... $3.226,661.23 $2,847,274.95 $459,486.28 15 7-16 
Expenses... .....-.+0 2,470,794.32 2,.257,221.31 213,512.81 9 7-16 
Net earnings......... $315,857.11 $590,053.64 $225,813.47 37% 


The percentage of expenses to earnings in 1873 was 75} per 
cent. and in 1872, 794 per cent. The gross earnings per mile 
were $9,206 iu 1873, aud $7,976 in 1872. 

—The shipments of through freight east from San Franciseo 
over the Central Pacific in August were 3,461 tons and from 
interior points 366 tons, making in all 3,827 tons or 382 car- 
loads. The principal items were: wool, 1,245 tons; tea, 8!1 
tons; fish, 304 tons ; skins, 261 tons; wine, 216 tons. 

—The earnings of the Connecticut Western Railroad for th: 
year ending August 31 were as follows : 


PABPODEOEB.... coe scssssersccsccesces ovcccsccesocscesens $115 779.27 

GGEENE... wrrcccccccccccccccoecccsccesccccecsccscccsccees 234,703 05 
PEUNEDGRS554+.006d406osabNbOARESD SD ECCSOS SS on <etwaeesrecees 10,478 55 
DG hoe 4<0tvadebe bes hbk tndebOEelsbe 4¥b30bnevesares 3.500.00 
BED aba sales <shtueddonbh-rheshssumhbeeess.s6ssausceuwnse 3,500.00 


Total ($5,411 per mile) ...... 60... cceseceeeeeeee "$367,960 87 
The road extends from Hartford, Conn., west by north to 
Millerton, N. Y. 


—The earnings of the Indianapolis, Bloomington & Western 
Railway for the third week in September were : 1873, $49,268 ; 
1872, $35,209 ; increase, $14,059, or 40 per cent. 


—The earnings of the Grand Trunk Railway of Canada ior 
the week ending September 13 were: 1873, £43,600; 1872, 
£41,200 ; increase, £2,400, or 5{ per cent. 

—The earnings of the Great Western Railway of Canada for 
the week ending September 12 were: 1873, £28,553; 1872, 
£23 618; increase, £4,935, or 20{ per cent. 

—The earnings of the Erie Railway for the third week in Sep- 
tember were : 1873, $530,366 ; 1872, $468,744; increase, $61,622, 
or 13} per cent. 

—The earnings of the Grand Trunk Railway of Canada, for 
the week ending August 6 were : 1873, £40,400 ; 1872, £38,200; 
increase, £2 200, or 53 per cent. 

—The earnings of the Kansas Pacific Railway for the second 
week in September were : passengers, $32.412.90 ; freight, $42,- 
951.84; mails, $2,055.31; total, $77,420.05. Of this amount, 
$2 872.64 was for transportation of troops, mails and govern- 
ment freight. 

—The earnings of the Denver & Rio Grande Railway, main 
line, for the second week in September were: 1873, $6,756 ; 
1872, $5,484; increase, $1,272, or 234 per cent. 

—Dur'ng the year ending Aug. 31, 1873, the receipts of cot- 
ton at St. Louis were 59.709 bales, of which 33.132 bales came 
bv rail and 26,577 by river, against 6,493 bales by rail and 
30,018 by river (a total of 36.421) the previous year. The prin- 
cipal receipts by rail were 17,223 bales by Miasouri, Kansas & 
Texas, 11,830 bales by St. Louis & Iron Mountain and 3,743 
bales by Atlantic & Pacific, The shipments for the year were 
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51,795 bales—896 bales by river, 50,899 bales by rail. Of the 
latter the Toledo, Wabash & Western carried 23,047 bales; the 
Ohio & Mississippi, 12,844 bales; the Vandalia Line, 10,384 
bales, and the Indianapolis & St. Louis, 3,778 bales. 

—The earnings of the Denver & Rio Grande Railroad for the 
week ending September 21, 1873, were: passengers, $4,033.95; 
freight, $3,768 04; mails, $123; express and miscellaneous, 
$83 08 ; total, $8,008.07. Of this amount, $199.40 was for trans- 
portation of troops and mails. The earmngs jor the same week 
in 1872 were $7,358.48 ; increase, $649.59, or 9 per cent. In 
1872 the earnings included $1,418.79 for contractors’ freight. 








CHICAGO RAILROAD NEWS. 


The Chicago Exposition. 

This opened on Thursday evening of last week, with good 
promise of turning out a financial success, notwithstanding tbe 
unfortunate coincidence of the financial panic, which reached 
its maximum, as is hoped, at the same time. The railroad 
companies centering in this city will issue excursion tickets at 
various times during the continuance of the exposition, and 
over various stations of their lines. The Chicago & Alton road 
issue tickets at one and one-fifth the usual fare, good between 
Chicago and Dwight, September 30, to return uext day, and 
between Washington and Macon aad all intermediate points, 
October 1, aud on October 6, excursion tickets between Dwight 
and Macon City and all intermediate poiats. The Chicago, 
Burlington & Quincey road issued excursion tickets over a por- 
rion of their ruad tor Wednesday, October 1, and the Iilinois 
Central scli excursion tickets for October 6 and 7, good for re- 
turn until October 9; also on October 8 and 9, good until 
October 12, and on October 22 and 23, good until the 26th of 
the mouth. The other railroad lines will issue similar excur- 
sioa tickets, but the dates have not yet been fixed, the object 
being to scatter visitors along so as not to cause a jam at one 
time and a paucity of visitors at another. 


Effect of the Panic. 


The ill effects of the recent panic have operated very plainly 
upon the railroad companies. Their treight receipts have 
fallen off remarkably, and the decrease of passenger trafiic is 
very plain. Ithas stopped all construction, except such as was 
absolutely necessary for the running of the roads, and the train- 
men, have been reduced in some instances very decidedly. The 
Chicago & Northwestern road has already discbarged nearly a 
thousand men, engeged mostly in the work of construction. 
The Illinois Central cut off half an hour from the time of their 
mep, beginning Octcber lst. The panic has almost entirely 
stopped the shipment eastward by rail of grain or stock. Par- 
ties are beginning to ofter to ship grain by lake (on which rates 
are at least a third lower than before the panic), waiting for 
their freight until the grain is sold. Shippers cannot get 
money to pay their own freight, and the railroad cnmpanies 
are, as far as possible, carrying the freights until returns from 
sales at the East can be made. Even the grain thatis already 
soid in the country on options and which ought to be arriving 
is largely detained at the places of production, simply because 
it is utterly impossible for the buyers to take it and pay tor it. 
But this state of th ngs can hardly continue long. ‘There is 
plenty of grain in the West, and the money for its purchase 
roust be turthcoming before a great while. The Lake Shore & 
Michigan Southern Company still continues ihe work of con- 
structing its double track, and it is of so much importance that 
it will probably not be stopped in any event. But the project- 
ed roads toward the West are ail practically stopped, and no 
more new road will be constructed so long as the market for 
bonds is so bad. 


Michigan Oentral. 


This company completed a section of steel second track eight 
miles in length, immediately west of Buchanan Station, ana 
opened for traffic September 28. In about three weeks another 
s.ction, four miles in length, will be completed, which wiil be 
the last work completed this fall. 


Chicago & Alton. 


The following circular has been issued from the General 
Freight Office to agents and stock shippers with regar1 to pass- 
ing men in charge of live stock: ; 

**From and after October 1, 1873, the following rules will 
govern the passing of men in charge of live stock and their 
return : 

On shipment of horses, mules, cattle and ers belonging 
to one owner, shippers will be passed on freight trains on 
stock contracts as follows: 

** One (1) man with two (2) or three (3) cars. 

*©Two (2) men with four (4) to seven (7) cars. 

“Three (3) men with eight (8) cars or more. 

** Which is the maximum number that will be passed with 
stock for one owner. 

“On shipment of hogs only one man will be passed with any 
number of cars. 

‘**The agent of the station where the stock is loaded will enter 
on the back of the contract, in ink (and erase with ink the 
space not used), the name or names of persons who are actual- 
ly entitied to pass free with stock, which is the authority of 
the conductor to pass them. 

‘* Names entered in pencil will not be accepted by conductors. 
When no person is in charge, erase ali the space on the back 
of the contract. Agents will refuse to enter any names on the 
contract but those of the owner or employees iu charge of the 
stock without regard to passes required by number of cars. 

**It is understood that — are passed on freight trains 
to take care of their stock, and stock contracts, except tu re- 
turn, consigned as below, are not good on passenger trains. 

‘Return passes, good on passenger trains, will be given on 
stock contracts only, and will not be accepted unless counter- 
signed and stamped by the assistant general freight agent, 
Chicago, or, on shipments to East St. Louis or Venice, by the 
general agent at St. Louis or East St. Louis, or freight agent at 
East St. Louis or Venice. 

** Return passes will not be given on contracts unless pre- 
sented within ten dass from their date ; and return passes will 
only be good when used within ten days from date.” 

This has been spoken of as areturn to the pass system. But 
the passes so provided for are simply a bonus for freight ship- 
ments, given on defisite terms and for a specified considera- 
tion. 


The Senate Transportation Committee. 

This Committee has been in session in this city the last days 
of last week and heard various parties intereeted in transporta- 
tion. Among them was the Chairman of the Board of Railroad 
and Warehouse Commissioners, Colonel Cook. He said that 
he believed the capital accounts of the roads, which are at the 
average rate of $12,000 per mile, to be much greater than the 
cost of the aie gets which he thinks is more nearly $22,000 
per mile, which statement indicates that Colonel Cook can 
have very litte accurate knowledge on the _ subject. 
He can have all the contracts he wants for constructing raii- 
roads equal in quality and equipment to the average of Iilinois 
railroads at a great deal more than $22,000 a mile, and then 
lose several thousands of dollars per mile. As there is no 
other country in the world where railroads have so light capi- 
tal accounts, it seems a little strange that here more than any- 
where else complaints should be made that they are too great. 
He also said that the history of railroads in lilinois showed 
that freight charges increase as the country is developed, the 





fact being that such charges have decreased greatly, almost 
constantly, since the war, and on the whole have decreased 
very much more than the prices of produce and manufactures, 
or of any other service. He also said that the Commissioners 
believed the rate on freight shipped from or to points out- 
side of the State to be subject to regulation by the State 
law, in which the Commissioners differ irom the 
lawyers. Mr. J. M. Walker, ot the Chicago, Burlington & 
Quincy, said that the cost of carriage on his road was at the 
rate of 1.3 cents per mile, without making any allowance for 
dividends and interest on the bonded debt. He thought the 
a ee of Illinois was carried for one-third less. than that of 
Eugland, Germany or France. Only 4 out of 50 Illinois lines 
paid apy dividends. He believed that railroads should do them- 
selves the express, fast-freight and sleeping-car business on 
their own lines. Mr. Sargent, of the Michigan Central, and Mr. 
Newell, of the Illinois Central, also gave testimony as to the 
price and cost of trausportation on their roads, the probable 
value of St. Lawrence and Mississippi canals, freight roads to 
the East, etc. 








OLD AND NEW ROADS. 





Improvement of Red River. 

For some time past operations have been going on for the 
removal of the raft in the Red River above Shreveport. This 
raft consists of an immense accumulation of drift-wood in the 
river. Attempts have been made to remove it from time to 
time with only partial success. The present operations, how- 
ever, are being systematically conducted and promise to result 
in opening the river. The so-called raft is not continuous, 
but is in sections, where the drift has gathered round 
snags and other obstructions, and between the ralts 
there are stretches of clear water. These rafts are 
cutinto by a flat boat constructed for the purpose, and fur- 
nished with all the requisite tools. In many places gunpowder 
bas to be used to break up the accumulation of dnft. Thus 
far four miles of rait has been removed, clearing a much 
greater distance on the river. Three miles of raft remains to 
be removed. The appropriation of $80,000 made by Congress 
last winter will be sufficient to finish the work now in hand ; 
but to make it complete and prevent the renewal of the raft, it 
will be necessary to remove collections of driftwood and over- 
hanging trees of at least 100 miles up the river, which will re- 
quire an additional appropriation. The removal of the raft 
will open up navigation to a large and fertile section of 
country. 


Pacific of Missouri. 

In the case of this company against Cass County and others, 
the Supreme Court of Missouri has decided that the real prop- 
erty of the company was not exempted from taxation for county 
purposes under the law, and that a county tax could be levied 
in addition to the State tax. In the particular case in ques- 
tion, however, it was decided that the assessment was not 
made legally and in due form by the county officers, and was 
consequentiy void. With respect to the rolling stock, which 
is personal property, the court decided that the legal domicile 
of the company must be held to be in St. Louis, and its per- 
sonal property must be taxed in that county, and consequently 
no tax could be levied on it in any other county. 


Boston & Lowell. 

This company paid October 1 the scrip dividend issued in 
1867, and the old certificates were surrendered at that time. 
The amount of the scrip was $366,000. The scrip was issued 
January 1, 1867, and endorsed on the certificates of stuck at 
that time to “represent the accumulations ot the Sinking 
Fund on the bonds of 1873.” Stock issued since January, 1867, 
was called “new,” and did not carry the extra dividend. 
Dividends have been paid on this scrip the same as on the 
stock. From October 1, the old and new stock will stand alike. 


Union. 

A company by the name of the Union Railrozd Company was 
organized in Jersey City, N. J., September 29, The company 
intends to build a railroad from Newark to the Delaware River 
and thence to Philadelphia. It is proposed to take the line 
surveyed by the National Company and also what grading was 
done by that company. This, however, is really very little, as 
the work done last year was so managed as to make as much 
show with as little work as possible. Tae new company is 
probably au attempt to reconstruct the National Railway Com- 
pany, which latter is, owing to internal dissensions, not hkely 
to do anything. Whether the new company will be more suc- 
cessful remains to be seen. 


Union Pacific. 

The flooring of the bridge over the Missouri at Omaha was 
set on fire September 26 by a passing train, and some 300 feet 
of the woodwork destroyed. ‘'he damage was repaired the 
same night and trains passed over the bridge as usual the next 
day. 

Boston, Clinton & Fitchburg. 

The keels have been laid for two new steamers for this com- 
pany’s line between New Bedford, Mass., and New York. The 
steamers, which are to be called the City of New Bedford and 
the City of Fitchburg, will be of 1,100 tons each. They are to 
be used for fast freight and passenger travel, the steamers now 
on the line being retained for heavy freight work. The new 
steamers are to be completed in April, 1874. 


Dividends. 
A semi-annual dividend of 38 per cent. on the stock of the 
Lowell & Lawrence Railroad Company will ba paid October 7. 
The regular semi-annual dividend of 4 per cent. on the pre- 
ferred stock of the Ogdeasburg & Lake Champlain Railroad 
Company was paid October 1. 


New Mail Route. 


Mail service has been ordered over the Milwaukee Division of 
the Burlington, Cedar Rapids & Minnesota road from Inde- 
pendence, Ia., to Postville, 54 miles. The compensation is not 
stated. 


Ohicago & Canada Southern. 

Traius have commenced running on the Chicago & Canada 
Southern, from Grosse Isle, Mich., southwest to Fayette, Ohio, 
the present western terminus, about 65 miles. The track from 
Blissfield, Mich., to Fayette was laid last year, but was not 
operated until the completion of the section from Blissfield to 
Grosse Isle, which is about 40 miles long. The stations on the 
line are: Grosse Isle, Trenton, Flat Rock, Briar Hill, Carlton, 
Exeter, Maybee, North Raisinville, Summit, Petersburg, Deer- 
field, Blissfield, Ogden, Fairfield, Weston, Morenci, Fayette. 
Trains have also commenced running on the Toledo, Canada 
Southern & Detroit road. 


Milwaukee & St. Paul. 


The application for an injunction to restrain this company 
from proceeding with the construction of the bridge over the 
Miesissippi above La Crosse, Wis., came up before the United 
States Circuit Court at La Crosse, Sept. 18. After hearing 
argument for two days, the court decided to grant the injuce- 
tion, and the company is accordingly restrained from going on 
with the work. In the opinion delivered by the court, it is held 
that while, under the existing law, the Secretary of War has 
not the right to locate the bridge, he has a right to disapprove 


of a location made by the company, and a bridge cannot be 
constructed at any point which he may disapprove. 

The company claims that the Secretary of War bas no right 
to disapprove their location unless a bridge at that point should 
interfere with navigation. It is said that the company will 
make all possible preparations to continue work on the bridge 
and will carry the work on as far as possible, trusting to its 
ability to obtain further legislation on the matter from Con- 
gress at its next session. 


Colorado Central. 


The extension, or branch, of this road from Golden, Col. 
northward is open to Longmont, 41 miles from Golden, anc 
trains are running to that pointe This branch Jeaves the line 
= Denver to Golden at Golden Junction, two miles east of 

olden, 

A branch of the narrow-gauge line (Golden to Black Hawk) 
has been built from Fork’s Creek, 14 miles west of Golden, to 
Floyd Hill. This branch is four miles iong. Tue total length 
of road now in operation is 81 miles. 


Paducah & Memphis. 


Trains are now running regularly to Trimble, Tenn., 78 miles 
south of Paducah, Ky., and four miles beyond the last point 
noted. This, with the 87 miles of track now laid from Memphis 


northeast to Covington, makes altogether 115 miles of the road 
completed. 


The Paterson Lecomotive Shops. 

The Rogers Locomotive Works have discharged altogether 
1,000 men, or about two-tbirds of the working torce. 

The Grant Locomotive Works will shortly discharge 175 men, 
mainly trom the boiler shop, smith shop and foundry. 

The Danforth Locomotive Works have also, it is stated, dis- 
charged 100 men. 


Railroads in Ohili. 


The Chilian Congress has recently passed a bill authorizing 
the Government to spend $2,700.000 in the purchase of new roll- 
ing stock for the Southern Railroad, and another bill author- 
izing the purchase of the stock in that line now held by private 
individuals. 

Clark & Co., contractors, have presented a petition to Con- 
gress stating that the railroad across the Andes in the province 
of Aconcaquo, to connect with the line from Buenos Ayres by 
way of Mendoza, will cost $26,000,000; that there are only two 
practicable routes, one by Uspallata, which will require a tun- 
nel 5.000 metres (5,470 yards) long, and one by Los Patos, which 
will require a tunnel of 3,009 metres (3.280 yards), besides ex- 
tensive snow-sheds. They therefore ask Congress to substitute 
fora guarantee of bonds a yearly grant of $1,500,000 in 6 per 
cent. bonds with a sinking fund of 1 per cent., they binding 
themselves to pay the above interest whenever the profits of 
the road shallexceed 6 per cent. on the capital invested. The 
grant to be paid at the end of each year, after examining the 
company’s yearly balance, the contractors to be allowed their 
just share. Whenever the profits of the road shall exceed 7 per 
cent. on the capital, such excess shall be applied to the repay- 
ment ofthe Government grant. Congress has not yet acted 
on the petition. 


Worcester & Shrewsbury. 


The Western half of this road from Worcester, Mass., east to 
Lake Quinsigamond, a distance of three miles, is now com- 
pleted and in operation. The road is at present operated by a 
steam car, or dummy, but locomotives and other rolling stock 
will probably soon be put on. The highest grade on the line is 
160 feet to the mile. The road is of 3-feet gauge, and is the 
first narrow-gauge road in New England. Messrs. Buttrick 
and Wheeler are the engineers, and Leach & Wellington are 
the contractors for the construction of the: road. 


International & Great Northern. 

A meeting of the stockholders of the International Company 
was held in Palestine, Tex., September 24, and one of the stock- 
holders of the Houston & Great Northern in Houston, Tex., 
September 27, to consider a plan for a complete consolidation 


of the two companies, to replace the present partial consolida- 
tion. 


Ohio & Lake Michigan. 


A meeting of the stockholders of this company, which has 
been constructing the Michigan section of the Mansfield, Cold- 
water & Lake Michigan road, was held in Coldwater, Mich., 
Sept. 22, to receive the report of an investicating committee 
appointed at a previous meeting. The committee reported 
that the subscriptions to the stock of the company amounted 
to $541,100, of which $479,100 was paid in. Of this there had 
been expended for engineering about $17,000, for right of way 
about $50,000, for miscellaneous expenses about $11,000, and 
paid to 8S. C. Rose & Co., the contractors, about $100,000, 
making in all $478,000. In 1871 there was voted to the directors 
$800 per month, payable in stock of the company, as salary for 
all time spent in labor for the road. Nearly all the directors 
have received this stock, but none of them have had any other 
compensation, except for actual traveling expenses. 

The Michigan section of the line is nearly all ready for the 
iron, and some work is now being done on it. The delay in 
completing the road is charged to the Mansfield, Coldwater & 
Lake Michigan Company. This latter company has, it is charged, 
failed to keep its contracts with the Pennsylvania Company, 
and has generally failed to keep its promises. 


New Jersey Midland. 


An arrangement has been made between this company and 
Mr. Abram Hewitt, Receiver of the New York & Oswego Mid- 
land Railroad, which is to take effect September 30, provided it 
is approved by the United States Circuit Court, under whose 
orders Mr. Hewitt acts. The Receiver being unable to pay the 
$2,000 te day in liquidation of the floating debt of the New 
Jersey Midland, as required by the recently-made lease, that 
lease pp begeve o set aside. The New Jersey Midland Com- 
pany will take and operate that portion of its road from Jersey 
City to Pompton Junction, while the Receiver will continue to 
operate the section from Pompton Junction to Unionviile (39 
miles) paying therefor a rent of $580 per day. Through trains 
will run over the New Jersey Midland or the Montclair east of 
Pompton Junction, as the Receiver deems best, he paying 
trackage for all cars run over the Midland. It 1s also agreed 
that a sufficient number of local trains shall be run over the 
section of the road under his control. The agreement is to be 
terminable on 30 days’ notice, provided the receipts are not 
sufficient to pay the rent. In that case the New Jersey Com- 
pany will resume possession of the whole road. 

Mr. Hewitt agrees to loan the New Jersey Midland, at a fair 
compensation, what rolling stock it needs, as that company has 
vefy little of its own. ‘ 

The rent is at the rate of $211,700 per year. The distance 
from Pompton Junction to Unionville is 39 miles, so that the 
rent is at the rate of $5,428 per mile for the least productive 
portion of the road. 


Welland Canal. 


_ The Department of Public Works of the Dominion of Canada 
invites proposals for the construction of 14 locks. 14 regulating 
weirs and a number of bridge abutments and piers, and the ex- 
cavation of the lock and weir pits and the intervening raceways 
and reaches on the new portion of the Welland Canal between 
Thorold and Port Dalhousie. The work is to be let in nine 





sections. Proposals are also asked for enlarging and deepeni 
the prism of the present canal between Port Robinson and the 
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aqueduct at Welland. This work is to be let in sections of one 
mile. Maps and specifications can be seen at the Public Works 
ofiice at Ottawa, Canada, and also for the works north of Tho- 
rold at the Resident Engineer’s office at Thorold, Ont., and for 
the works about Port Robinson at the Resident Engineer’s 
office, Welland, Ont. Proposals will be received until October 
18 by Mr. F. Braun, Secretary of the Department of Public 
Works, at Ottawa. 


Portland & Ogdensburg—Vermont Division. 

Work, which was lately suspended, has been resumed in the 
towns of Fairfield, Swanton and Hyde Park. It is estimated 
that about $500,000 is required to complete the road to Swan- 
ton. To meet this there is $85,000 of town and $50,000 of pri- 
vate subscriptions, and an additional subscription of $100,000 
has lately been made, on condition that the road is completed 
and run as origivally intended. This leaves about $265,000 to 
be raised by the sale of bonds. It is intended to continue 
work through the winter as far as possible. 

New Jersey Southern. : 

A ferry boat for the ferry from Bayside, N. J., to Bombay 
Hook, Del., to connect the New Jersey and Delaware divisions 
of the road, was recently launched from the yard of Henry 
Steers at Greenpoint, N. Y. The boat is named the Charles J. 
Osborn, after the Secretary of the company, and is 264 feet in 
length on deck, 40 feet in width across the hull, but the guards 
extend out 12 feet on either side, making a width of 64 feet over 
all. Her depth is 12 feet. The boat will have a deck capacity 
of 22 cars, and will in addition have on the deck two cabins, 
with a restaurant and ladies’ saloon. The motive power is to 
be a beam engine with cylinder 50 inches in diameter and 12 
feet stroke, with a horizontal tubular boiler 12} feet diameter 
and 31 feetlong. The boat is nearly flat-bottomed, and will 
draw when loade! only 54 feet of water. The keel is of white 
oak, with heavy floor timbers of the same material. The frame 
is strapped with iron diagonally. The top timbers are of back- 
metack and cedar and the deck beams of yellow and white pine, 
with a white pine deck. The cost of the boat will be about 
$130,000. 


New Brunswick. 

This road is intended to run from Fredericton, New Brunswick, 
northwest to Edmondston, on the St. John River, and thence 
southwestward to Fort Kent, on the extreme northern boundary 
of Maine. The whole length of the road is about 200 miles. 
Work on the road is going on rapidly, and the first section of 
70 miles is tole completed this fall. The country through 
which the road passes is thinly settled, but very fertile and 
heavily timbered, and the road will, it is expected, have a very 
large traffic in lumber. The company has a grant of 10,000 
acres of land per mile from the New Brunswick government. 

A branch is to be built next season from the main line near 
Tobiqne west 15 miles to Presque Isle, in Maine. A branch 
about 100 miles long from Tobique northward to the Restigouche 
County is also proposed. This branch will open a great lumber 
country, never cut over, and will-most probably be built if the 
company can secure the same laud grant (10,000 acres per 
mile) as on the main line. 


Milwaukee Grain Storage Facilities. 

A committee of the Milwaukee Chamber of Commerce re- 
cently requested the managers of the Milwaukee & St. Paul 
and Chicago & Northwestern to state the present storage ca- 
pacity of both roads. 

In reply, Mr. 8. 8. Merrill, General Manager of the Milwau- 
kee & St. Paul, states that the present storage capacity of that 
company, in Milwaukee, is 2,700,000 bushels, and that the 
directors have now under consideration a proposition for in- 
creasing the capacity. The equipment of the company, he 
says, has been largely increased during the last six months, 
and large additions to the rolling stock are under contract for 
early delivery. 

Mr. J. H. Howe, of the Chicago & Northwestern, states that 
this company has at present no storage capacity for their road 
in the city, but that it is probable that elevators will soon be 
erected in Milwaukee for the accommodation of shippers by 
their lines. Mr. Howe says farther: “If our railroad connec- 
tions from Northwestern Wisconsin and Minnesota with your 
city were more direct, and if we had sutticient storage, we 
could take there many millions of bushels of grain from the 
present crop.” 

The committee reports that both roads need a large increase 
of equipment and of storage capacity to do the Milwaukee busi- 
ness offered, and that the Western Union also needs a consider- 
able increase of rolling stock. 


Spring Hill & Parsboro. 

This road, when completed, will form a branch of the Inter- 
colonial Railway, from Spring Hill, Nova Scotia, southwest to 
Parsboro, on the Mines Basin. The road will be about 30 miles 
long, through a country rich in coal. The road is completed 
for five miles to the Spring Hill coal mines, and the remaining 
25 miles is under contract. 


Fredericton & Miramichi. 

A charter for this road has been obtained from the New 
Brunswick government, and a large grant of 1and will probably 
also be given to the company. The road willbe about 110 
miles long, from Fredericton, N. B., northeast to the Mirami- 
chi River, and will open up a very fine lumber country. The 
road is also expected to do a considerable business in fish from 
the Miramichi and the eastern coast. 


Albert County. 


This line, now under construction, is to extend from Salis- 
bury, N. B., on the Intercolonial road, 76 miles east of St. 
Jokn, southeast 80 miles to Hopewell, on the Bay of Fundy. 
It opens up extensive quarries of plaster and freestone, and a 
lumber district. The road has a grant from the provincial 
government of $10,000 per mile. 


Railroad Taxation in New Jersey. 

The amount of railroad property subject to taxation under 
the law reported to the Comptroller by the State Commissioner 
of Railroad Taxation was$ 12,577,300. Since the report was 
made returns have been received from other townships of 
property assessed at $7,013,084, making the total thus far re- 
ported $19,590,384. Returns have been received from 189 town- 
ships and cities, leaving 70 which have not reported. The 
amount of taxable property wil! probably bs increased, as there 
are very few townships in the State which do not contain some 
railroad property. 


Boston & Lowell. 


This company is extending its wharf, at the easterly end of 
the machine shop at the Boston terminus, 259 feet, and intends 
to put up a wooden repair shop on the extension. 

A new brick freight depot, 600 by 55 feet, will be completed 
at Lowell thie season. It is to have a truss roof, avd the offices, 


— will form a second story, will be suspenced from the 
roof. 


Whitehaven, New Glasgow & North Shore. 

This company purposes building a railroad from Whitehaven, 
near the extreme castern point of Nova Scotia, westward to 
New Glasgow, on the Pictou Branch of the Intercolonia). The 
distance from Whitchaven to New Glasgow is about 80 miles, 
and itis proposed to extend the road further westward along 
the north shore to Monkton, on the New Brunswick line, a dis- 
tance of 100 miles. It is claimed that Whitehaven harbor is 
better than that of Halifax and a much safer stopping-placo 








for European steamers, and the projectors of the road hope to 
atsract that way a share of European travel. The road will 
open an extensive coal district and many quarries, besides 
passing through the gold-mining district. The Nova Scotia 
government has granted in aid of the road 250,000 acres of land 
apd one-half the royalty on all coal mined, or five cents per 
ton, the government roevaity charge being ten cents per ton. 
Windsor & Annapolis, 

This road now extends from the Intercolonial Railway at 
Windsor, Nova Scotia, 45 miles from Halifax, westward 84 
miles to Annapolis, on the Bay of Fundy. Arrangements are 
being made for the construction of an extension of 85 miles 
from Annapolis southwest to Yarmouth, on the extreme west- 
ern point of Nova Scotia. The Nova Scotia Government has 
granted the company 160,000 acres of land, and is expected to 
make a money grant of $5,000 per mile, and the town of Yar- 
mouth has voted $100,000 in aid of the work. 


Intercolonial. 


The work on the eastern section of this line, from Paingec 
Junction, N. B., northwestward, is so far advanced that it is 
expected that the line will be opened to Miramichi, 79 miles, 
this fall. It is intended to carry the road to the Restigouche 
River, the boundary between New Brunswick and the Province 
of Quebec, next season. The distance between Miramichi to 
the Restigouche is about 110 miles, and there wil! still be 
nearly 200 miles to be completed to the junction with the Grand 
Trunk at Riviere du Loup. 

The question of the change,of gauge to 4 feet 8} inches has 
not been settled. It would seem, however, to be made neces- 
sary by the contemplated change on the Grand Trunk, 


Philadelphia & Cape May Steamers. 

Cape May has become so popular a watering place with Phil- 
adelphians, especially, that arrangements have been made for 
aline of steamers to run daily between Philadelpkia and that 
place, after this season. The line will be known as the *‘ Inde- 
pendent Line.” It has secured a wharf and purposes having 
steamers of the first class, so that the journey may form a part 
of the pleasure of the visit to the watering place, and not a dis- 
agreeable necessity preliminary to the pleasure. Mr. C. W. 
Paulson is President and J. H. Redfield Vice-President and 
General Superintendent. 


Burlington & Missouri River. 

The offices of the train dispatchers and the officer in charge 
of the distribution of cars have been moved from Ottumwa, 
Ta., to Burlington, and trains are now dispatched from Burling- 
ton direct to Creston. Cars are distributed from Burlington in- 
sted of from Ottumwa, as heretofore. 


Cairo & Tennessee River. 


The town of Paris, Ky.. has voted to subscribe $25,000 to the 
stock of this company. The surveys of the road are to be com- 
menced next month. 


Utah Northern. 


This company has purchased iron enough to lay 25 miles of 
track, and it is now being delivered. Work on the extension of 
the road from Logan, Utah, northward is progressing rapidly. 


Missouri State Railroad Bonds. 


The State Auditor of Missouri has just made areport to the 
Governor from which we take the following extracts : 

“The following is a list of railroads in the State aided by the 
State, and the amounts loaned each in the bonds of the State : 
PD: cin cpancsinnee. o550h ws $7,000.000 
St. Louis & Iron Mountain.. 3.591.000 
Piatte Conmty... .:.. seces 
Hannibal & St. Joseph.. 
North Missouri 
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“From this amount should be deducted $2,589,000, direct 
six per cent. bonds issued in lieu of $2,589,000 Pacific seven per 
cent. bonds. guaranteed, returned and cancelled. This leaves 
the sum of $23,090,000 as the amount loaned to railroads. 

The amount of railroad bonds still outstanding is as follows: 


ie: SN 5...< 5 castnssinnahiwacessdxeneanand $ 3,000.000 
Di hithnk: inchode cee nniieuenteebhowsankbenaebennen 4.615.009 
Sk, NE Ae EUR BUNUN ss c0006:0 06066600006 scnsconneees 2.379 000 


Sonthwest Branch Pacific 1,456,000 
North Missouri 964, 

Platte Connty...-..-.- 50400 
Cairo & Fulton 
Southwest Branch Pacific, guaranteed 





DcbcimetckinGs -epmpscaieinniniinnsienkmeiinle nil $16,299,000 
Of the 6 per cent. consolidation bonds issue:t to pay over- 


due interest on railroad bonds, there are still ontetand- 


Total amount bonds outstanding issued on account of 
WNIID 5 i5065 55506001505 casscneeawassenbiences sebeesnd $19,626,000 
“The amounts realized bythe State in cash from the gale 

of railroads for which it indorsed are, so far as it appears of 

record, from 


Southweet Branch PaciGc. ..........c.sscccccccccccsscccced 325,000 
WOMB. 2.00 cccccceccccccss pectceccecsocsscce+cescosscsecsece 5,00 '.060 
St. Louis & !ron Mountain and Cairo & Fulton........... 395,916 
PE Se cathe indie 646h5d44. ce eepecesdwossaneces . 290,000 
a re Fer arena ree a 497.180 
DR inibnntonscscnvbenseguneiaashibenkecens cies $6,238,096 


“These amounts were paid in cash, bonds and coupons: 
were placed in the State interest fund and used for the purpose 
of paving the outstanding interest on railroad bonds, 

“The St. Lonis & Iron Mountain Rai'road was allowed a 
credit of $675,000 on the amount of purchase-money for exten- 
sion of road, and the Platte County Railroad was also allowed a 
credit of $913,321 for the same purpose. 

“The amount of the State debt at this date, less the amount 
of bonds issued to the Hannibal & St. Joseph Railroad, is $18,- 
366.000, and of this amount $16,626,000 is the result of aid given 
to the other railroads in the State.” 

The Hannibal & St. Joseph Company has always paid prompt- 
ly the interest on its bonds. 


Galveston, Harrisburg & San Antonio. 

Bexar Connty, Texas, in which San Antonio is situated, has 
voted to issue $500,000 in bonds in aid of this comprny, on cer- 
tain conditions which have been ace2pted by thecompany. Ac- 
cording to these conditions the road 18 to be completed to San 
Antonio and equipped within 20 months. An additional sum of 
$50,000 in bende is to be paid the company for every month less 
than the 20 months, provided the road is completed in less than 
that time, and provided that the whole issue of bonds shall not 
exceed $800,000. Of the bonds $250,000 are to be issued when 
the road shall reach the Guadalupe River and the balance is 
under construction. The company is to give bonds in $100,000 
to be forfeited in case the rood is not completed. 

The proposition made by this company to the city of Galves- 
ton, Tex., on which the city is asked to vote $250,000 in bonds, 
has been slightly modified. Under the new proposition, the 
road is to he completed to San Antonio in 16 months, and cars 
are torun through to Galveston from San Antonio without 
breaking bulk. This Jatter condition will require the laying 
of a third rail on the Galveston, Houston & Henderson road. 
from Harrisburg to Galveston, unless, indeed, the gauge of 


the latter road should be changed, which is not unlikely, as all 
the other Texas roads are now of the standard guage, except 
a part of the Houston & Texas Central, which will also be 
changed to the standard after a time. The Galveston, Harris- 
burg & San Antonio is of 4 feet 84 inches gauge, and the Gal- 
veston, Houston & Henderson is 5 feet 6 inches gauge. The 
two roads are under the same management and are in large 
part owned by the same parties. 


Fort Worth, Oleburne & Waco. 

This road is to extend from Waco, Tex., northward through 
Peoria and Cleburne to Fort Worth, on the Texas & Pacific, a 
distance of about 90 miles. The company has a charter anda 
grant of 16 sections of land per mile from the State of Texas. 
An effort is being made to induce the Missouri, Kansas & Texas 
Company to take an interest in the road. 


Kent Oounty. 


The work on the extension from Worton Station to deep 
water on Chesapeake Bay has been somewhat delayed by un- 
favorable weather, but is now being rapidly pushed forward. 
Work has been commenced on the docks at Gale’s, the bay ter- 
minus, and a dredging machine is deepening the channel. 
Virginia & Truckee. 

A new 37-ton locomotive, with cylinders 17 by 24 imches, has 


been built for the company in the Central Pacific shops at Sacra- 
mento, and has been delivered on the road. 


Philadelphia & Reading. 


This company is building an extensive ship yard, in which 
the steam colliers and other vessels used by the company in ita 
coal trade will be made and repaired. The main building is 
497 by 120 feet, and there is also a blacksmith shop 153 by 54 
feet, and a pattern shop 60 by 40 feet. A wharf 400 feet long 
is being built adjoining the yard. Thecompany expects to in- 
crease its fleet largely and to do all the work required in its 
own yard. 


Pennsylvania—New York Division. 

A new ferry-boat for the ferry from Jersey City to New York 
is being built at Burtis’ ship-yard in South Brooklyn. ‘The 
new boat, which is to be named New Jersey, is 224 feet long, 36 
feet beam, and will be about 1,000 tons register. It will be 
finished in the best style and will be one of the finest ferry- 
boats on the river. 

Work on the new depot in Jersey City is progressing rapidly. 
The new depot will be more than three times as large as the 
old one, but its low wooden roof and rows of supporting col- 
umns will be much inferior in appearance to the lofty truss 
roof and clear span of the old one. 


Pennsylvania. 

A heavy blast recently made by the workmen engaged in en- 
larging the tunnel at Chickies’, Pa., caused the caving in of 
about 20 feet atone end of the tunnel, bringing down an im- 
mense mass of earth and rock on the track. The tunnel will 
have to be shortened some 20 feet. 

The old Wallower fast-freight line running from Philadelphia 
to Harrisburg has been withdrawn, and the Empire Line hes 
organized a fast-freight line from Philadelphia to Harrisburg 
and points on the Cumberland Valley road and the Northern 
Central as far northward as Sunbury. 


Delaware & Chesapeake Oanel. 

A large force is stillat work repairing the breach in the canal 
at St. George’s, Del. The boats which were carried through 
the breach have nearly ali been recovered and tioated back into 
the canal. It is thought that the repairs will be fully complet- 
ed and the canal opened early in October. Small boats are now 
able to pass, and a number were locked through at both ends 
of the canal September 25, but larger vessels cannot yet be ad- 
mitted. 


Stockton & Ione, 


Preliminary surveys have been made for this road from 
Stockton, Cal., to Ione, and it is stated that the road can be 
built at a moderate cost. The most difficult work wili be the 
bridging of the Mokelumne River. The new coal discoveries 
on the line are promising well. 


New Haven, Middletown & Willimantic. 

An adjourned meeting of the first-mortgage bondholders was 
held at the office of Hatch & Foote, No. 12 Wall street, New 
York, October 1. 


Nashua & Rochester. 


The piers for the bridge over the Merrimack River are ap- 
proaching completion. 


O'd Colony. 


The passenger cars are all being fitted with the Sanborn & 
Gates ventilator, which has been adopted by the company. 


New York, New Haven & Hartford. 
The bridges on the Shore Line Division are all being replaced 


with newones. Of these 14 are already in place, and work is 
going on on 12 more. 


Lee & Hudson. 


An agreement has been made with the Housatonic Railroad 
Company to build union depots for the two roads at Stockbridge 
and south Lee, Mass. 


Boston, Barre & Gardner. 

The Massachusetts Railroad Commissioners had a hearing 
September 26 in regard to the crossing of the extension of this 
road over the tracks of the Cheshire Reilroad at Winchendon, 
Mass. No decision was arrived at, and the meeting was ad- 
journed. 


Boston & Maine. 


A new parlor car was recently turned out of the Lawrence 
shops which is 48 feet long and weighs only 15 tons. The car, 
Meo . very handsomely fitted, is to run between Boston and 
Portland. 


International Bridge. 

The last caisson for the International Bridge over the Niag- 
ara River at Buffalo was safely placed September 19 and loaded 
with 250 tons of masonry. It is now thought that the bridge 
will be completed by November 1. 


Washington & Alexandria. 

A controversy recently sprung up between the Baltimore & 
Potomac Company, which owns this road, and the city of Alex- 
andria, with regard to a short section of track from the Duke 
street depot in Alexandria to the Washington City, Virginia 
Midland & Great Southern road. The track in question was 
laid by the government during the war, and has not been used 
for some time. Recently the company commenced to take up 
the 1ron, but was prevented by the city authorities, who 
claimed it as abandoned property. A temporary injunction 
against the city was obtained, and the matter will be decided 
by the courts. 


Milwaukee, Lake Shore & Western. 

The last rail on the unfinished section between Sheboygan, 
Wis., and Manitowoc was laid September 18, and the road is to 
be ballasted and put in order for traius at once. The road was 
completed last year from Milwaukee north by east along Lake 
Michigan to Sheboygan. 52 miles, and the gradivg was all or 
near!y all completed to Manitowoc, 25 miles jurther, the section 





on which track has just been laid. At Manitowoc connection 
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Company and is a branch or extension of the Bedtord Division 
from Bedford, Pa., northward 11 miles to Holderbaum’s. The 
road passes through extensive deposits of iron ore and is ex- 
pected to do a cousiderable basiuvess in the transportation of 
ore. The stations on the line are Bedford, Chalybeate Springs, 
Yount’s, Cessna, Hughes, Sill’s and Holderbaum’s. The road 
has been built under the supervision of Mr. W. H. Brown, Su- 
perivtendent of the Bedford Division, Pennsylvania Railrcad. 


Manhattan & Northwestern. 

The townehip of Manhattan, Kar., which voted $35,000 in 
bonds in aid of the road, has voted to extend to November 30, 
1874, the time forthe compliance with the conditions on which 
the bonds were voted. This is done in consequence of diffi- 
culties experienced by the company in securing iron for the 
road, 


Cairo & Fulton. 

Work on the pile-driving for the trestle across Adam’s Lake 
and Swan Lake, on the extension from Fuiton, Ark., to Tex- 
arkana, has been commenced. The first trestie will be 900 and 
the second 800 feet long. 


Cairo & Vincennes. 

The Cairo (Il!.) Bulletin of recent date says : ‘‘ General Burn- 
side is, we understand, to be left in undisturbed possession of 
the Cairo & Vincennes road. General Winslow has requested 
his friends to do all they can to maintain discipline among the 
employees.” 

Louisiana Bridge. 

The work on the bridge over the Mississippi at Louisiana, 
Mo., is now going on night and day. Two piers are completed 
and the pivot pier is to to be finished by October 15. It is said 
that the bar in front of Louisiana has changed so that steam- 
boats have great difficulty in passing the piers of the bridge. 


Des Moines Valiey. 


Under the special execution for the saie of this road issued 
by the court the road is to be sold October 17, and George B. 
Smyth, of Keokuk, Ia., is appointed Receiver. The road is now 
in his possession, aud will so remain until after the sale. 


Quincy, Alton & St. Louis. 

This company has leased the shops at Quincy, Ill., which 
were lately vacated by the Chicago, Burlington & Quincy road. 
The necessary tools have been ordered and will soon be put in. 
The company purposes making repairs for other roads running 
into Quincy, as well as for its own road. 


Baltimore & Ohio—Straitsville Division. 

Surveys have been made for an extension of this line from its 
present southern terminus at Shawnee, O., down Snow Fork to 
a connection with the Marietta & Cincinnati road near Athens, 
a distance of about 20 miles, and it is said the extension will 
soon be built. 


Davenport & St. Paul. 

Regular trains began running to Fayette, Ia., 129 miles north- 
west of Davenport, October1. The depot at that place is being 
rapidly put up. 
Cairo & Fulton. 


The Secretary of the Interior has appointed Richard Yates 
and George H. Hurlburt, of Ilinois, and John Frew, of Ohio, 
commissioners to examine and reporton the new portion of the 
Cairo & Fulton road from Little Rock to Falton, and also the 
section of 25 miles southwest from the Missouri State line. 


Cincinnati, Lafayette & Chicago. 

This company has commenced the erection of a new pas- 
seuger and freight depot anda round house at Kankakee, Ill. 
Belvidere &. Ottawa, 

This company was organized at a meeting of subscribers to 
the stock, held at De Kalb, Ill., September 20. The charter 
for the road was granted in 1867 and contemplated a road 
from Belvidere, Iil., southward to Ottawa, but it is now pro- 
posed to build from Belvidere, which is on the Galena Division 
of the Chicago & Northwestern, 78 miles from Chicago, south 
by east to the Fox River near Serena, 30 miles southwest of 
Aurora, it proper arrangements can be made for a connection 


at that point. This would require the construction of abont 55 
miles of road. 
build also from Beividere vortheast throngh Harvard to Elk- 
herp, Wis., 38 miles. The principal traffic southward is ex- 
pect:d to be in lumber from Wisconsin and northward in coal 


trom the wines about Streator. Considerable subscriptions 
have already been made to the stuck. 


St. Louis Railroad & Warehouse Company. 

Articles of association for this company have been adopted 
and arrangements are being made to obtain subscriptions. 
The company’s rcad is to extend from south end of the tunnel 
approach to the bridge by the shortest practicable route to the 
levee, audalong the whole length of the levee in front of the 
city. The object is to connect the Missouri Pacific and Atlan- 
tic & Pacific depot with the levee,and the bridge. From the 
tunnel to the levee the road is to pass through the blocks, and 
the space on each side of the track is to be used for the erec- 
tion of extensive warehouses. The company is to be org nized 
under the general law, and will have a capital of $3,000,000. 


Pittsburgh, Washington & Baltimore. 

The amvunt of the second mortgage bonds held by the city 
of Baltimore, on which the payment of interest has been de- 
ferred, is $2,937,000. The company hopes to be able to pay 
this past-due interest in a short time. The city authorities 
have taken no action on the request of the company for indul- 
gence, though a committee of the City Council is investigating 
the affairs of the company. 


New York Central & Hudson River, 

Work on the third and fourth tracks is progressing rapidly, 
and tracklaying is going on at several points, The rails are 
laid from Oneida to Canastota, 5} miles, and for three miles 
——_ Oriskany. The tracks are being ballasted as fast as 
laid, 


St. Joseph Stock Yards. 

The stock yards recently built at St. Joseph, Mo., have been 
leased to the firm of Denny & Redman of the Chicago Union 
Stock Yards. 

Montpelier & Wells River. 

A new locomotive and several cars have been received for 
this road, and trains have commenced to run from Montpelier, 
| Vt., to Plainfield. The tracklaying will, it is expected, be com- 

pitted in a few days. 
Pequest & Wallkill, 

Meetings are being held along the line of this projected road, 
and an effort is being made to raise money by stock subscrip- 
tions. The road is to be an extension of the Warwick Branch 
of the Erie southwest to Belvidere, N. J. A large part of the 
line is nearly parallel to and not far from that of the New Jer- 
sey Midiand’s proposed Belvidere Branch. 

Tron Valley & Pennsylvania Line. 

Surveys have been made for this road under an act passed 
last winter by the West Virgivia Legislature. The line sur- 
vey¢ d extends from the Baltimore & Ohio road at the mouth of 
Raccoon Creek (uear Tuunelton) north by east through King- 
wood, crossing Cheat River near the mouth of Muddy Creek 
and past the London Iron Works, and then follows the valleys 
of several small streams to the Pennsylvania State line at the 
crossing of Big Sandy Creek. This line is 40 railes long and is 
to be extended by a Pennsylvania company 15 miles further to 
Ohio Pyle falls, on the Pittsburgh, Washington & Baltimore. 
rhe country passed through is rich in iron, coal and fire-clay, 
aud is also thickly wooded. 

Gairo, Arkansas & Texas. 

This road is now completed, the last rail having been laid to 
Biack River, opposite Popiar Bluff, September 18, and the 
bridge across that stream completed a few days later. Trains 
commenced to run over the road September 24. The road is 
71 wiles lovg, and extends from Greentield’s Landing, Mo., on 
the Mississippi, opposite Cairo, Ill., west by south to Poplar 
Bluff, on the Arkansas Branch of the St. Louis & Iron Mountain, 








* Switching Engines allowed six miles per hour. 


When this line is constructed, it is proposed to | 





t 0.31 Ibs. sand used per mile run. 
| For some distance it follows the line of the old Cairo & Fulton 
road, a section of which, from the Mississippi to Charleston, 
was in operation before the war, but was abandoned and de- 
stroyed during the war. The road has been buils by the owners 
of the St. Louis & Iron Mountain and Cairo & Fulton roads, 
and will be operated in connection with those lines. In connec- 
tion with the Cairo & Fulton it completes a line from Indian- 
apolis nearly due southwest to the interior of Texas. It is pre- 
sumably of 5-feet gauge. 


Long Island. : 

A large force of tracklayers is at work between Newtown and 
Flushing, on the Flushing Branch. It is expected that the 
branch will be completed by October 15. 


Harlem River & Portchester. 

Recently the middle pier of the drawbridge at Pelham, N. Y., 
was found to be moving out of place. It became necessary to 
remove the pier altogether, and to make a new foundation. 
Work has just been commenced on the new pier. 


Northern Pacific, 


From a statement made by the Secretary it appears that the 
company is entitled to receive on the miles of completed road 
10,009,600 acres of Jand, and will in November be entitled to 
1,024,000 acres more,in Washington Territory. Of this, patents - 
have been issued to the company for 649,000 acres, and patents 
for 339,724 acres more are in preparation. The actual sales of 
land to date have been 52,393 acres for $280,283, an average of 
$5.40 per acre. The cash received on these sales was $127,175. 


Coteau & Ottawa. 


This road from Ottawa, Can., eastward to Coteau on the St. 
Lawrence is uow all under contract, and it is stated that the 
work is being pushed forward rapidly. 


Oredit Valley. 


This company has given notice that application will be made 
to the Legislature of the Province of Ottawa at its next session 
toamend the charter of the company and confirm several con- 
tracts made by it. The Legislature wili also be asked to con- 
firm several votes of aid made by towns and counties. 


Arkansas Central. 


English papers of September 13 contained the announcement 
of this company offering an issue of $500,000 of its first-mort- 
gage 8 per cent. gold bounds, being the balauce of a total issue 
of $1,200,000, due July 1, 1901, issued at the rate of $8,000 per 
mile, counting sidings, at the price of £90 per bond of $500. 
The bonds draw interest from July 1, 1873, and the payments 
were to be made in installments extending to the middle of De- 
cember, giving an average of nearly four months interest before 
payment. The net earnings of the 64 miles completed for the 
six months ending with July last are reported at $64,729.25, 
which is at the rate of $2,000 per mile per year, which is very 
much more than the average of Southern railroads. Estimates 
are given that the gross earnings wi!l be at the rate of $8,000 
per mile when the road is completed, which is equal to the 
earnings of the Sonthern roads of heaviest traffic in districts 
with three times the p. pulation and production of this part of 
Arkansas. In the advertisement mention is nowhere made of 
the fact that the road is of 3-feet gauge. 


Right of Passenger to do Business on Oarrier’s Vehicle. 
‘rhe following are the head notes of a decision recently ren- 

dered by Justice Huntin the United States Circuit Court for the 

district ot New York : ’ 

1. No passenger, as such, has a right to carry on any busi- 
ness occupation upon the vehicles of a common carrier, and 
if he attempts so to do, after being requested to desist, he may 
be ejected. 

2. A carrier may grant the right to transact a business upon 
its vehicles, but the right will be limited to the grantee. 

In this case the plaintiff sued for damages because he was 
ejected from a steamboat on which he had paid his fare and 
was attempting to do an express business which he had been 
forbidden to do on that boat, : 











